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Executive Summary

Purpose

On December 12, 1985, an Arrow Air DC-8 aircraft chartered by the
Multinational Force and Observers (Mro) crashed and burned at Gander,
Newfoundland, Canada. Mro, an independent international organization,
is responsible for supervising the implementation of the security
arrangements established by the Egyptian-Israeli Treaty of Peace dated
March 26, 1979. These arrangements include stationing troops in the
Sinai Peninsula where they perform peacekeeping functions.

The Arrow Air crash took the lives of 248 military personnel from the
101st Airborne Division, Fort Campbell, Kentucky, and 8 crew members
from Arrow Air. The U.S. military troops were returning from the Sinai.
Although the aircraft had been chartered by the Mro, the crash focused
national and congressional attention on how the Department of Defense
(DOD) charters commercial aircraft.

GAO was asked to evaluate several issues associated with mihtary
charter operations. Specifically, GAO was asked to (1) evaluate DOD’s pol-
icies and procedures for chartering commercial aircraft, (2) evaluate
oversight procedures for monitoring carrier performance, including com-
pliance with Federal Aviation Administration (FAA) safety regulations,
(3) evaluate poD’s study of passenger airlift policies and procedures, (4)
obtain data on DOD’s and FAA’s airport security evaluations, and (5) mon-
itor and report on the investigation of the crash.

L

Background

Air transportation safety 15 a national concern, not just a DOD concern.
The airlines and air taxi operators are primarily responsible for air
transportation safety. The Department of Transportation (DOT)
develops, coordinates, and carries out U.S. government policy relating to
the regulation of the airline industry. FAA, a part of DOT, is primarily
responsible for establishing air safety regulations and for monitoring
airlines and air taxi operators to ensure that they are complying with
the regulations. The DOD transportation agencies Military Airlift Com-
mand (MAC) and Military Traffic Management Command (MTMC) are
responsible for selecting FAa-certified airlines and air taxi operators and
for monitoring contract performance.

Results in Brief

MAC and MTMC need to make a nuraber of improvements in controls over
charter airlift operations These improvements could help ensure flight
safety and enhance flight quality
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Principal Findings

Improvements in MAC and MTMC procurement procedures could help
ensure that charter airlines and air taxi operators follow contract terms
covering flight safety and quality. Also, improvements in MAC and MTMC
monitoring of charter airlines’ and air taxi operators’ contract perform-
ance could help ensure that they are following Faa safety regulations
and meeting flight quality requirements.

GAO also believes that charter flight safety and quality could be
improved through (1) better boD and FAA communication on flight safety
issues and coordination of their foreign airport security evaluation pro-
grams and (2) implementation of the recommendations in boD’s April 2,
1986, study of passenger airlift policies and procedures.

Charter Procurement

MAC performs airlift capability surveys of potential airlift contractors’
capabilities to safely meet specific and unique military air transporta-
tion requirements. However, MAC'’s airlift capability surveys are not as
in-depth as they should be, and they have not been performed as fre-
quently as they should be. Also, while MAC has included safety clauses in
1ts contracts with U.S. airlines, Mac had not included such clauses in its
contracts with foreign airlines. Further, foreign airlines have not been
included in MAC’s airlift capability survey program. Improvements are
needed in the safety clauses in MTMC’s transportation agreements.

Charter Oversight

One of MAC's contractor evaluation procedures is to conduct a ramp
inspection of contractor aircraft at various en route locations. The ramp
inspection is a check of a contractor’s aircraft by an experienced Air
Force representative accompanied by a representative of the contractor.
GAO found that MAC’s ramp inspection program has not provided suffi-
cient coverage of charter airlines and air taxi operators. Also, the pro-
gram has not been centrally managed by MAC, and the results have not
been analyzed. MTMC’s in-flight quality checks have been very limited.
Also, its charter aircraft have not been required to have MAC ramp
inspections. The MFO does not perform in-flight quality checks, and its
charters do not undergo MAC ramp inspections. Effective communication
between FAA and DOD on charter oversight has not always occurred.

Page 3 GAO/NSIAD-87-67 Military Airlift



Executive Summary

DOD’s Review of Passenger
Airlift

Following the Arrow Air crash at Gander, boD conducted a comprehen-
sive review of DOD’s passenger airlift policies and procedures. DOD’s
April 2, 1986, report, Passenger Airhift Policies and Procedures Review,
contains a number of observations that are similar to GAO’s and that
point to a need for improved controls over commercial charter opera-
tions. Actions being taken by DOD to implement the report’s recommen-
dations are positive steps in improving poD’s charter operations.

Airport Security
Evaluations

FAA conducts assessments of the security measures maintained at for-
eign airports. In a separate procedure, FAA classifies foreign airports
based on the potential for terrorist activity at the airports. However,
FAA has not effectively coordinated the results of its foreign airport
security assessments and classifications with pop. Also, while MAC con-
tracts include passenger security clauses, MAC has not included an evalu-
ation of airline security programs in 1its airlift capability surveys

Arrow Air Crash

As of February 1987, the crash of an Arrow Air DC-8 aircraft at Gander
was still under investigation by the Canadian Aviation Safety Board
(casB). The Canadians are evaluating several issues, including the air-
craft’s loaded weight and balance, the possible influence of ice on the
aircraft, and the aircraft’s maintenance record.

- -
Recommendations

To help ensure passenger charter flight safety and enhance flight
quality, GAO believes that actions are needed to strengthen management
controls over such areas as procurement, oversight, communication, and
coordination. GAO 1s making the following overall recommendations:

The Secretary of Defense should require MAC and MTMC to strengthen
passenger charter procurement and oversight procedures.

The Secretary of Defense should (1) establish workable implementation
plans for the recommendations in the boD passenger airlift study, (2)
commit the resources required to carry out the recommendations, and
(3) periodically assess the progress being made.

The Secretary of Defense and the Secretary of Transportation should
work together to improve communication on air safety issues and coor-
dination of foreign airport security evaluations and classifications

Additional specific recommendations are included in GAO’s report.
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GAO requested comments on a draft of this report from DOD, DOT, the
State Department, the National Transportation Safety Board (NTSB), and
Arrow Air. NTSB and Arrow Air provided no comments.

Agency Comments

pOD and DOT generally concurred with most of GAO’s specific recommen-
dations and provided comments detailing implementation actions either
planned or underway. GAO believes that poD’s and DoOT’s actions should
help ensure charter flight safety and enhance flight quality.
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Chapter 1

Introduction

On December 12, 1985, an Arrow Air McDonnell Douglas DC-8 aircraft,
chartered by the Multinational Force and Observers (MF0), crashed and
burned at Gander, Newfoundland, Canada. The crash took the lives of
248 military personnel from the 101st Airborne Division, Fort Campbell,
Kentucky, and 8 Arrow Air crew members. The crash focused national
and congressional attention on Department of Defense (DoOD) policies and
procedures for chartering commercial aircraft.

On December 13, 1985, Senators Jim Sasser and Albert Gore, Jr., asked
us to review several issues associated with chartering commercial air-
craft for the movement of U.S. troops. (See appendix 1.) Specifically, we
were asked to

evaluate DOD’s policies and procedures in chartering commercial aircraft
(see ch. 2);

evaluate oversight procedures in monitoring contract performance,
including comphance with Federal Aviation Administration (FAA) safety
regulations (see ch. 3);

evaluate DOD’s study of passenger airlift policies and procedures (see

ch. 4);

obtain data on DOD’s and FAA's foreign airport security evaluations (see
ch. 5); and

monitor and report on the investigation of the crash (see ch. 6).

Representative Guy Molinari, as part of a larger request, and Represen-
tative Robert Smith also requested that we review poD’s chartering of
commercial aircraft for U.S. troop movements.

Why Charter Aircraft
Are Used for U.S.
Troop Movements

In wartime, boD would rely on the commercial aviation industry to pro-
vide about 95 percent of required passenger airlift and about 25 percent
of required cargo airlift. In peacetime, most DOD personnel and their
families move on regularly scheduled or chartered commercial pas-
senger aircraft (see fig. 1.1). Reasons for DOD’s reliance on the commer-
cial aviation industry for DOD passenger movements include

longstanding congressional mandate and administrative policy guidance,

wartime contingency needs, and
limited passenger capability of military airlift aircraft.
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Introduction
Congressional and According to DOD, there are over 30 years of clear and consistent guid-
Administrative Policy ance from the Congress and the Executive Branch recommending max-

imum use of available commercial passenger airlift. During the late
1940s, several DoD studies concluded that programs and policies needed
to be developed to rapidly mobilize civil aircraft to augment military air-
lift capabilities. These policies led to the development of the Civil
Reserve Air Fleet (CRAF) in 1951. CRAF consists of U.S. civilian aircraft
that would augment DoD’s military airlift capability in wartime.!

Figure 1.1: U.S. Troops Disembarking From a Transamerica Boeing 747 at Luxembourg AIrport Durlng a Rocent Mllitary Exercise
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1For additional information on the Civil Reserve Air Fleet program, see GAO report Emergency Air-
hft Responsiveness of the Civil Reserve Air Fleet Can Be Improved (GAO/NSIAD-86-47), Mar 24,
1986
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In 1957, a Senate Committee on Appropriations report stated that bop
should utilize civilian transportation to the fullest extent possible when
it is found to be more economical to do so. Then, in 1958 the House Com-
mittee on Government Operations stated that pob should concentrate on
buying aircraft for airlifting large pieces of cargo and for technical mis-
sions and let civilian airlines move DOD passengers and the more conven-
tional types of cargo. The Committee restated this objective in 1963

In 1960, President Eisenhower approved a DoD study called The Role of
Militarv Air Transport Service in Peace and War. The studv included
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nine “Presidentially Approved Courses of Action’’ which, according to
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basis for the current DOD and airline industry relationship The major
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development and use of the commercial airline industry /DOD Directive

5160.2, “‘Single Manager Assignment for Airlift Service,” dated October
17, 1973, states one of the objectives of poD airlift:

*To develop and guide the peacetime employment of airlift services in a manner

that will anhanca thoe amardaney and wartima airlift snonahilitey anhiovuas grantar flav,
Nal Wi SNNance o emergendly anG warviine airiiv Capaclity, aCiilve grcaillr 1iCX

ibility and mobility of forces, and increase logistics effectiveness and economy

The directive goes on to state that the Military Airlift Command (MacC)

chnanld amnanag nthar thinge
21tvuiu, alllUll6 vulicli blllllsb,

“Augment the airhft capacity of the Agency as required to meet requirements by
the use of commercial airlift service 1n peacetime on a basis which will contrlbute to
the sound economic development of an increased modern civil airlift capacity and
enhance the ability of civil carriers to operate with maximum effectiveness 1n sup-

port of the military forces in time of war ”

\h;artime Contingency Needs

According to DOD, civilian aircraft are needed to meet wartime contin-
gency requirements. Current plans are that about 95 percent of troop air
movements during wartime would be by CRAF aircraft. While some
troops will accompany their units’ cargo on long-range C-5 and C-141
aircraft, CRAF will fly all of the troop transportation missions. In addi-
tion, civil aircraft that are part of the War Air Service Program would be

Civil all Lilau ¢ Pal

needed to move civilian and DOD personnel, units, and cargo within the
IInited Stateg dnrlno wartime 2
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2Civil aircraft not allocated to CRAF are part of the War Air Service Program In wartime, these

aircraft would operate under emergency regulations 1ssued by the Department of Transportation
About 5,000 aircraft are in the program
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Use of Existing Military As shown in figure 1.2, the Air Force owns and maintains a large fleet of
Aircraft for Passengers airlift aircraft. However, according to oD, these aircraft are primarily

configured for hauling cargo and performing specialized tactical mis-
sions and pilot training. U.S. troops are sometimes airlifted on these air-
craft during exercises, as shown in figure 1.3. However, the preferred
method for DOD passenger movement is on commercial aircraft.

Figure 1.2: DOD Airlift Aircraft

Aircraft
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Figure 1.3: U.S. Troops Disembarking From an Air Force C-141 Aircraft
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Roles of Organizations
Involved in Military
Passenger Airlift

The two DOD transportation agencies responsible for charter operations
are MAC and the Military Traffic Management Command (MTMC). MAC, an
Air Force Command, negotiates annual contracts with members of the
CRAF for long- and short-range international passenger and cargo? airlift,
as well as domestic and Alaskan operations expected to last 90 days or
more. MAC also negotiates annual contracts with air taxi operators¢ for
operations expected to last 90 days or more. MAC spent about $307 mil-
lion for commercial charter operations in fiscal year 1985. About $33.7
million of this was for charters with Arrow Air.

MTMC, an Army command, arranges domestic passenger airlift and air
taxi operations for less than 90 days’ duration through air transporta-
tion agreements with several airlines and air taxi operators. Require-
ments are sent to the airlines and air taxi operators to bid on. The lowest
bidder receives the airlift charter or air taxi movement. During fiscal

SCRAF airhines generally operate large multi-engine awrcraft capable of carrymg more than 30 passen-
gers or more than a 7,500-pound payload

4 AIr tax1 operators provide commercial charter airhft for small groups of DOD passengers on smaller
awrcraft, generally less than 30 passengers and less than a 7,500-pound payload However, DOD does
require that the aircraft have at least two engines and that they be operated by a pilot and copilot
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year 1986, MTMC spent about $32 million on commercial charter opera-
tions. About $1.6 million of this was with Arrow Air.

We recognize that both MAC and MTMC arrange military passenger char-
ters. We did not address any potential consolidation issues during this
assignment. In a prior report on the Grace Commission studies, we sup-
ported the consolidation of military transportation functions.?

The MFo is an independent international organization. The MFO’s mission
is to supervise the implementation of the security arrangements estab-
lished by the Egyptian-Israeli Treaty of Peace dated March 26, 1979.
The MFO ma;/ make its own arrangements for airlift of forces to and from
the Sinai Peninsula where the forces are stationed. The MFO requests
proposals from various airlines and awards annual contracts. If the Mro
is satisfied with the services performed under the contract, it rnay
renew the contract for 1 year without further competition. Contracts do
not have to be only with airlines from participating countries. However,
the major U.S. troop rotations to the Sinai, after the initial deployment,
have all been with U.S. CRAF airlines.

The Department of Transportation (DOT), among other duties, develops,
coordinates, and carries out U.S. government policy relating to the regu-
lation of the airline industry. This includes providing authority for air
carriers to operate in the commercial air transportation industry. The
Department also makes carrier fitness determinations. In reviewing a
company'’s fitness to provide air service, DOT examines three areas,
including (1) the qualifications of the company’s management, (2) the
compliance of the company, related companies, and their key personnel
with aviation laws, rules, and regulations, as well as laws relating to
anticompetitive or deceptive business practices, antitrust, fraud, and
felonies, and (3) the financial conditions of the company, including its
proposed operating plan.

FAA, a part of DOT, 1s responsible for regulating air commerce in ways
that best promote its development and safety. The FAA issues and
enforces rules, regulations, and minimum standards relating to the man-
ufacture, operation, and maintenance of aircraft. To carry out its
responsibilities, FAA has established an oversight program that includes

SFor additional information on the consohidation of nulitary transportation functions, see GAO report
Compendium of GAQ's Views on the Cost Savings Proposals of the Grace Commussion (GAO/
OGC-81-1), Feb 19, 1986
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a variety of inspections of airlines’ and air taxi operators’ personnel,
aircraft, maintenance activities, and other operations.

The airlines and air taxi operators have the primary responsibility for
maintaining safe operations. To obtain and maintain their authority to
operate in the commercial air transportation industry, they must demon-
strate that they maintain their operations in accordance with applicable
FAA regulations. Unsafe operations could result in FAA fines or loss or
suspension of their authority to engage in commercial air
transportation.

The National Transportation Safety Board (NTSB) is an autonomous
agency that was established in 1975 by the Independent Safety Board
Acy. The NTSB seeks to promote transportation safety by conducting
independent accident investigations and making recommendations to
government agencies and the transportation industry on safety meas-
ures and practices. NTSB is participating in the Canadian Aviation Safety
Board’s ongoing investigation of the December 12, 1985, crash of the
Arrow Air DC-8 at Gander.

DOD'’s Reliance on FAA

FAA is primarily responsible for establishing flight safety regulations for
the air transportation industry and for monitoring airlines and air taxi
operators to ensure that they follow the regulations. DOD relies on raA's
efforts to monitor the air transportation industry. However, due to a
shortage of inspectors and other related problems, FAA has experienced
some difficulty in fully implementing its oversight role. FAA has a
number of initiatives underway to resolve the problems, but 1t could
take some time to fully implement them. Chapter 3 discusses FAA’S over-
sight problems and some of the actions FAA is taking to resolve them.

Federal Acquisition Regulations require that Dob—more specifically,
MAC and MTMC—perform evaluations of potential airlift contractors’
capabilities to safely meet specific and unique military air transporta-
tion requirements and to monitor contract performance once the airlift
contractor begins operations for poD. Chapters 2 and 3 discuss MAC and
MTMC management control procedures used to evaluate airlift contrac-
tors’ capabilities and performances. Chapters 2 and 3 also offer several
recommendations for strengthening these management control proce-
dures. Some of these recommendations, such as expanded evaluations of
contract aircraft maintenance and expanded ramp inspections could
require increased MAC and MTMC coordination with FAA because FAA has
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Objectives, Scope, and
Methodology

the primary responsibility for air transportation industry inspections to
ensure compliance with safety regulations.

On December 13, 1985, Senator Jim Sasser and Senator Albert Gore, Jr.,
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ADATU UD LU TValualt dr vl dl 1DooUutd aodullalcu Wlbll llllllbd.ly vl lal er
operations. The Senators believed that the Arrow Air crash raised a
number of issues regarding DOD contract administration and oversight of
charter airlines and air taxi operators. As discussed on page 10, their
request letter and subsequent discussions with their offices established
several objectives for this assignment. Representative Guy Molinari, as
part of a larger request, and Representative Robert Smith later asked us
to evaluate DOD’s policies and procedures for chartering commercial air-
craft. Their requests were incorporated into our assignment for Senators
Sasser and Gore.

Our evaluation was conducted between December 1985 and February
1987 We performed work at Headquarters, MAC, Scott Air Force Base,
Illinois: He ndnnnrfnrq MTMC, Falls Church, Virginia; and at DOD, FAA

AAAAAIVAU Al a4 4 1va A Pyiatidyy Cuai

NTSB, and the State Department in Washmgton D.C.

At MAC we obtained information on MAC's policies and procedures for
chartering airlines and air taxis. We reviewed charter contracts and
associated files. We reviewed MAC’s procedures for monitoring the per-
formance of charter airlines and air taxi operators. We also reviewed
MAC’s airport security evaluations. We discussed the results of our

review with MAC officials.

At MTMC we obtained information on MT™™C's policies and procedures for
chartering airhnes and air taxis. We reviewed transportation agreements
and the MT™™C bidding process. We also reviewed MTMC’s procedures for
monitoring the performance of charter airlines and air taxi operators.

We dlscussed the results of our review with MTMC officials.

At DOD we obtained information on DOD’s air transportation program. We

Mmigand writh nan Affininla tha quilta Af A warri o nd
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MTMC and the results of DOD’s own review of passenger transportation
policies and procedures.

At FAA we obtained information on FAA’s oversight of military charter
airlines and air taxi operators and reviewed communication procedures
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between FAA and DOD. In addition, we obtained information on FAA’s for-
eign airport security evaluation system. We discussed the results of our
review with FAA officials.

Our staff is working on several assignments dealing with FAA’s opera-
tions. We have testified a number of times concerning our ongoing work.
We have included some of the observations from our testimony on the
adequacy of FAA’s airline inspection functions in chapter 3.

At the NTSB we discussed the ongoing investigation of the Arrow Air
crash at Gander. We also reviewed the Canadian Aviation Safety Board
hearings on the crash and discussed these with NTSB officials.

We obtained data on the MFO from Department of State representatives
who are responsible for liaison with the MFo. At the State Department,
we reviewed documents related to the MFo and discussed MFO’s con-
tracting and oversight procedures with State Department officials. We
also discussed the results of our review with State Department officials.

This review was conducted in accordance with generally accepted gov-
ernment auditing standards.
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Chapter 2

Improvements Needed in Procurement of

Commercial Charter Airlift

MAC Needs to Improve
Its Airlift Procurement
Procedures

We found that MAC and MTMC need to strengthen their charter airlift pro-
curement procedures. For example, MAC needs to expand the coverage of
its contractor airlift capability survey procedures, which are used to
evaluate the capabilities of potential contractors to perform poD charter
airlift. Other elements of MAC’s contract administration procedures also
need to be improved. MTMC needs to ensure that airlift capability
surveys are performed on its contractors. MTMC also needs to improve
the language of its military air transportation agreements (MATAS) to
more specifically define flight safety and quality issues. These improve-
ments could help ensure flight safety and enhance flight quality.

Our review showed that MAC needs to improve its airlift procurement
procedures. In addition to expanding its airlift capability surveys, MAC
needs to include appropriate safety clauses 1n its contracts with foreign
airlines. MAC also needs to develop ways to obtain and evaluate informa-
tion on the operation and safety records of potential foreign airlift con-
tractors. The Air Force should establish a permanent policy on MAC’s
interim passenger and baggage weight criteria. MAC needs to incorporate
these interim passenger weight criteria into its contracts and review
their application during airlift capability resurveys Also, to promote
ease of aircraft evacuation in emergencies and passenger comfort, MAC
should closely control waivers of its seat spacing rules.

MAC Airlift Capability
Surveys Should Be
Improved

Federal Acquisition Regulations provide policies, standards, and proce-
dures for determining whether potential contractors and subcontractors
are responsible. According to the regulations, these determinations are
made through pre-award surveys of a potential contractor’s capability
to perform a proposed contract. To be determined responsible, a poten-
tial contractor must (1) have adequate financial resources or be able to
obtain them, (2) be able to comply with the required or proposed
delivery or performance schedule, (3) have a satisfactory performance
record, (4) have a satisfactory record of integrity and business ethics,
(6) have the necessary organization, experience, accounting and opera-
tional controls, equipment and facilities, or the ability to obtain them,
and (6) be otherwise qualified and eligible to receive an award under
applicable laws and regulations.

The Federal Acquisition Regulations state that contractors’ logistics sup-
port and maintenance activities are to be evaluated. They also state that
no contract award shall be made to a contractor unless an affirmative
determination of the contractor’s responsibility is made. MAC's pre-
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award surveys are called airlift capability surveys. They are performed
by a MAC team that obtains factual information on potential airlift con-
tractors’ facilities, equipment, and capabilities to safely meet specific
and unique military air transportation requirements.

. MAC Regulation 70-1, dated November 8, 1985, requires on-site capability
surveys of airlines and air taxi operators that want to provide contract
arrlift for pob. During 1985, MAC survey teams performed 59 surveys.
Six of these resulted in the potential contractors being found not capable
because they did not have proper FAA certification or because their air-
craft did not meet required specifications. MAC had four staff members
available to do the surveys. The staff is now being increased to eight.

The surveys provide for discussions with FAA and contractor officials as
well as reviews of pertinent records. However, we believe that the
surveys could be improved if they specifically provided for (1) discus-
sions with pilots and other air crew members and maintenance per-
sonnel and (2) more emphasis on evaluations of contract maintenance
facilities and quality control.

The MAC airlift capability surveys include reviews of contractor and FaA
records covering operations, training, insurance, maintenance, safety,
and other 1items. The survey criteria also provide for discussions
between MAC survey personnel and FAA officials responsible for the air-
line being surveyed. However, the survey criteria do not specifically
require MAC personnel to contact airline or air taxi operator pilots and
other air crew members or maintenance personnel. Discussions with
these personnel could provide a more in-depth evaluation of a potential
contractor’s flight and maintenance operations, especially as they relate
to safety. Such discussions could also provide another dimension to a
records check and disclose areas where additional survey work may be
needed.

The survey criteria require the MAC survey team to determine where a
potential contractor’s maintenance is performed. If maintenance is per-
formed at another company, survey team members are to determine 1f
the contract maintenance facility has proper authority to operate and, if
S0, obtain copies of the authority documents. The MAC team is not
required to visit and evaluate the quality of maintenance performed at
the maintenance contractor’s facility. Also, the criteria do not require
the MAC team to evaluate the potential contractor’s quality controls over
contracted maintenance. A recent DOT Safety Review Task Force report
on the airline industry stated that contract aircraft maintenance is a
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rapidly growing alternative to airline-controlled maintenance. We
believe that MAC’s surveys should recognize this trend by putting more
emphasis on reviewing contract maintenance and a potential con-
tractor’s quality control of contracted maintenance. One way to initiate
this would be for the MAC survey team to review and discuss with FAA
officials recent FAA inspections of contractor maintenance facilities. If
there is no recent FAA inspection, MAC could request that FAA do one. MAC
officials told us that they plan to start evaluating the maintenance per-
formed by aircraft maintenance contractors.

According to MAC's contract administration criteria, airlift contractors
must be able to perform required airlift service meeting Office of the
Secretary of Defense criteria of high standards of safety, performance,
and service. Also, DOD has stated in its review of passenger airlift poli-
cies and procedures that Dob must ensure that safety and other perti-
nent factors associated with DOD passenger travel are fully considered.
We believe that the enhancements to the MAC airlift capability survey
program outlined above will help DOD to more fully consider the capabil-
ities of potential airlift contractors. Further improvements to MaC’s air-
lift capability survey program in the area of airport and in-flight
passenger security are discussed in chapter 5.

Need to Include
Appropriate Safety Clauses
in Foreign Contracts

MAC's contracts with U.S. airlines and air taxi operators contain specific
safety clauses in the general operational requirements sections and in
the special provisions sections. The general operational requirements
section states, in part, that aircraft used under the contract must be
licensed, operated, and maintained in accordance with all applicable
rules and regulations of FAA. The section also states that it 1s the respon-
sibility of airlift contractors to perform air transportation services with
the highest degree of safety. The special provisions sections of MAC's
contracts contain the following safety clause:

*If the Commander 1in Chief Military Airlift Command, (CINCMAC) at any time
during the performance period of this contract, considers that safety of flight 1s
questionable, he may, upon notice to the Contractor setting forth reasons therefore,
immedately suspend the Contractor from further performance of all or any part of
this contract until such time as CINCMAC determines that the question of safety of
flight has been resolved satisfactorily and advises the Contractor, in writing, of the
removal of the suspension.”

Our review of MAC's contracts showed that these clauses were not

included in one contract with a domestic airline. Action was subse-
quently taken to include the clauses in the contract. At the time of our
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review, MAC had contracts with seven foreign air carriers to support air-
lift requirements in Canada, Iceland, and Greenland. However, MAC's
policy is not to include safety clauses in contracts with foreign airlift
contractors. According to a MAC official, the safety clauses are not
included in contracts with foreign airlift contractors because of their
political sensitivity. However, the absence of these safety clauses may
reduce MAC's option to suspend service when MAC suspects or has been
informed by FAA or foreign aviation authorities that flight safety is
being compromised.

We recognize that including the safety clauses in foreign contracts could
be a sensitive issue with foreign governments. However, we also believe
that MAC needs to ensure that it is taking all the actions necessary to
promote flight safety on the part of its contractors. Therefore, we
believe that MAC needs to pursue the inclusion of appropriate safety
clauses in contracts with foreign airlift contractors. In February 1986,
MAC officials began discussing this issue with Canadian officials.

Need to Perform Airlift
Capability Surveys on
Foreign Contractors

MAC Regulation 70-1 requires that comprehensive on-site airlift capa-
bility surveys be performed on all airlines and air taxi operators doing
business with pDoD. According to MAC officials, surveys of foreign airlift
contractors are not done because of political sensitivities. We recognize
these sensitivities. However, as with the safety clause issue, we believe
that MAC should be doing all that it can to promote flight safety. There-
fore, we believe that MAC should begin to explore ways to perform
surveys of foreign airlift contractors that would minimize political sensi-
tivities. One way to initiate this would be for MAC to obtain and evaluate
FAA and foreign aviation authorities’ information on the operations and
safety records of potential foreign airlift contractors.

Need to Incorporate Revised
Passenger Weight Criteria
in Contracts

MAC contracts provide that a standard body weight of 160 pounds will be
used for every passenger. However, the contracts state that the airlift
contractor may request actual passenger weights on a specific mission.
These requests must be made to the processing terminal at least 8 hours
before departure. The MAC contracts also provide for a limit of 70
pounds per passenger for checked baggage on charter flights. However,
there are no provisions in the contracts for weighing carry-on baggage
or equipment.
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NTSB stated that the ongoing investigation of the crash of the Arrow Air
aircraft chartered to the MFO revealed that the standard average pas-
senger weight estimate, including carry-on baggage used by the flight
crew, was lower than the actual weight of the passengers and carry-on
baggage aboard the flight. On February 14, 1986, the NTSB recommended
that FAA inspectors review how airlines calculate passenger weight. FAA
regulations advise airlines to use actual passenger weights when it is
likely that the passenger weight will not conform to standard passenger
weight. Transportation of athletic squads is an example where actual
passenger weights may not conform to standard passenger weight. Air-
craft weight and balance data are important in calculating takeoff per-
formance requirements, such as takeoff speeds. NTSB findings are
discussed further in chapter 6.

On March 5, 1986, following the crash and NTSB's announcement, MAC
issued interim instructions on planning factors for passenger weight to
several military headquarters activities. The interim instructions are to
be used by requesting activities pending changes to individual and joint
service directives. Table 2.1 shows the revised passenger weight cr1-
teria, including allowances for carry-on baggage and equipment, that are
to be used in planning passenger airlift missions.

Tai:lo 2.1: Passenger Weight Planning
Fagtors

Figures in pounds

Passenger Checked Carry-on
Flight type weight baggage equipment Total
Regular missions 1602 70 None® 230
Missions with noncombat
troops B 175 70 20 265
Missions with combat troops 190° 70 55 315

8Regular missions generally transport personnel and their spouses and children, resulting in a lower
weight planning factor

®No allowance provided for carry-on equipment on regular missions

CIncludes carry-on baggage Planning factors for regular missions and missions with noncombat troops
do not include allowances for carry-on baggage under *'‘passenger weight "

As shown in figure 2.1, accounting for carry-on baggage and equipment
can be important. The troops shown in figure 2.1 are carrying brief-
cases, field packs, and other gear.
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Figure 2.1: U.S. Troops Disembarking
From a Commercial Aircraft With Carry-
On Baggage
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The MAC interim instructions on passenger weight calculations also state
that, for passenger weight determinations for special and exercise airlift
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missions, the actual weights or an adjusted planning weight factor may
be used. The adjusted planning factor weights are to be determined by
obtaining the weights of a 20 percent sample of the passengers and their
hand-carried baggage. The average weight of this sample is to be used
for all the passengers. However, all checked baggage is to be weighed.
The interim instructions also state that the preferred method for calcu-
lating passenger weight continues to be to determine actual weights of
passengers and all baggage when feasible.

The revised weight determination criteria should clarify procedures for
planning passenger airlift missions. However, the interim criteria need
to be finalized by the Air Force and incorporated into appropriate
instructions. MAC needs to inform the contractors of these procedures
and include them in future contracts. MAC should also include an evalua-
tion of how the airlift contractors are applying these revised criteria
when it performs airlift capability resurveys at contractor activities.

Need to Control Waivers for
Seat Spacing

Adequate seat spacing is needed for emergency evacuations and pas-
senger comfort. Accordingly, MAC contracts provide that the space
between seat rows on passenger mission aircraft will be 34 inches. The
contracts do not indicate that this 34-inch seat spacing can be waived.
However, we found that MAC contracting officials sometimes waive this
requirement when a contractor calls and indicates that a flight could be
delayed due to the need to change the seat spacing to meet MAC mini-
mums. To enhance flight safety, seat spacing waivers should be closely
controlled. pop agreed that waivers for seat spacing should be more
closely controlled.

-~ -

MTMC Needs to
Improve Its
Management of Airlift
Agreements

Our review showed that MTMC needs to improve its airlift procurement
procedures. Specifically, MTMC needs to (1) ensure that airlift capability
surveys are performed on its airlift contractors, (2) revise its MATAs to
include more specific safety clauses, such as those currently in MAC's
contracts, (3) inform its carriers of the interim passenger and baggage
weight criteria, (4) revise the MATAS to include MAC’s passenger and bag-
gage weight criteria, and (5) periodically remind military activities that
hazardous material is not allowed aboard passenger aircraft
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Airlift Capability Surveys
Needed for MTMC Airlift
Contractors

Prior to April 1986, MTMC did not require airlift capability surveys for
its airlift agreements. However, we understand that surveys were
requested on air taxi operators that carried hazardous materials for
MTMC Our review showed that, as of March 1986, 23 of MTMC's 66
charter airlines did not have airlift capability surveys. Those that did
have them were generally also MAC contractors. We also noted that 25
air taxi operators in a random sample of 33 of MTMC's 91 air taxi opera-
tors did not have airlift capability surveys.

MTMC recognized that it did not have airlift capability surveys for all of
its contractors. In January 1986, MTMC requested that MAC perform
surveys on MTMC's airlift contractors. According to MTMC officials, MAC
has stated it will try to assist MTMC. In a February 1986 message, MAC
stated that it planned to survey MTMC airlift contractors during fiscal
year 1986. However, the survey schedule would be subject to resource
limitations and MAC’s workload in surveying its own airlift contractors.
In May 1986, MTMC also requested that MAC survey MTMC's air taxi opera-
tors. MTMC needs to ensure that its airlift contractors receive airlift capa-
bility surveys.

Transportation Agreements
Need Better Safety Clauses

The safety clauses in MTMC's current transportation agreements are not
as specific as the ones contained in current MAC contracts. For example,
the MATAS do not specifically charge the airlift contractors with the
responsibility for flight safety The MATAs state:

“The objective of the Military Agencies is to ensure the highest degree of safety,
reliability and service for movement of DOD traffic Selection of carriers will be
made among those which have demonstrated the capability to comply with all
Department of Transportation (DOT) and Federal Aviation Administration (FAA)
regulations and policies "

However, the MAC contracts state:

*All aircraft utilized must . be licensed, operated and maintained in accordance
with all applicable rules and regulations of the FAA, CAB [Civi] Aeronautics Board]),
and USDA [United States Department of Agriculture}, giving particular attention to
the responsibility of the air carriers to perform air transportation services with the
highest degree of safety "

As indicated, the MATAs appear to place the burden on MTMC for selecting

safe operators. However, the MAC contracts are more specific and place
the responsibility for flying safely with the operators.
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Revised Weight Criteria
Should Be Added to MATAs

On March 5, 1986, MAC issued interim passenger weight criternia appli-
cable to MAC and MTMC passenger charters However, the revised MATAS
sent to MTMC’s airlift contractors in May 1986 did not contain these new
criteria. The MATAs do not include an estimate for passenger weight, and
the only criterion for baggage is that each passenger should be allowed
two checked bags and one carry-on bag. MTMC needs to inform its car-
riers of the interim passenger and baggage weight criteria and revise the
MATAS to include the revised weight criteria.

MTMC Needs to Remind
Users Not to Carry
Hazardous Items on
Passenger Flights

MFO’s Airlift
Procurement
Procedures

On two recent MTMC-arranged charters, troops included in their baggage
hazardous material, which is prohibited aboard passenger flights. MTMC
personnel are in the process of revising joint military regulations cov-
ering what can and cannot be included in baggage or carried aboard a
military charter. MTMC needs to complete the regulation and perniodically
remind military activities of the restrictions.

As shown 1n figure 2.2, the first deployment of U S. troops by the MFO to
the Sinai Peninsula was on El Al, Israel’s national airline. The Mro’s air-
lift contracts do not have to be only with airlines from participating
countries. However, as shown 1n table 2.2, since the mitial deployment,
major U.S. troop rotations to the Sinai have all been with U.S. CRAF
airlines.
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Figure 2.2: U.8. Troops Deploying on El Al Airlines to the MFO in the Sinai Peninsula During 1982
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Table 2.2: Airlines Used to Transport
U.S. Troops to the Sinai

U.S. Airlines Period
Flying Tiger Lines August to September 1982
Global Airlines

American Trans Air
Pan American

Arrow Air January to February 1983
American Trans Arr July to August 1983
Arrow Arr

Arrow Arr January 1984

Arrow Arr July to August 1984
Arrow Air January 1985

Arrow Arr July 1985

Arrow Arr December 1985

According to the State Department, smaller movements of U.S. troops to
and from the Sinai are accomplished on scheduled U.S. airlines.

The MFoO does not do extensive pre-award surveys at contractor facilities.
However, according to the State Department, MFO's airline selection pro-
cedures do take into account airline performance and reliability, safety
record, compliance with FAA and other national or international regula-
tory agency requirements, price of the services, ability to meet MFO
schedules, financial condition of the company, insurance, and other fac-
tors. MAC and aviation industry information has been used to obtain list-
ings of companies to obtain proposals from. Due to limited resources, the
MFO has relied on FAA inspection, regulation, and certification as prime
indicators in assessing the safety of U.S. flag airlines. Also, according to
the State Department, the MFO has considered CRAF affiliation and
related certification by MAC as evidence of satisfaction of MAC standards
and suitability as carriers for movement of U.S. personnel.

C‘hanges in MFO-Arranged
Troop Rotations

Conclusions

The Army has decided that Mac will arrange U.S. troop rotations to and
from the MrO 1n the Sinai Peninsula. Given this change in procedures, we
are making no recommendations to the Department of State concerning
MFO airlift contracting operations.

MAC and MTMC should improve their procurement procedures for charter
airlift. These improvements could help ensure flight safety and enhance
flight quality.
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MAC should improve its contractor selection procedures by strengthening
its airlift capability survey process. Since FAA has primary responsibility
for inspecting airlines and air taxi operators, MAC should coordinate 1ts
efforts to improve its surveys with FAA. This coordination should mini-
mize duplication of effort.

MAC should include appropriate safety clauses in its contracts with for-
eign airlines and develop ways to obtain and evaluate information on
the capabilities and safety records of potential foreign airlift contrac-
tors. The Air Force should establish a permanent policy on MAC’s interim
passenger and baggage weight criteria. MAC should inform existing con-
tractors of the current interim weight criteria and include the criteria in
its future contracts. MAC also needs to review the application of the new
criteria during airlift capability resurveys. To promote ease of evacua-
tion in case of aircraft emergencies, MAC should closely control waivers
to its seat spacing rule.

MTMC also needs to improve its airlift procurement procedures. For
example, MTMC needs to ensure that airlift capability surveys are per-
formed on its airhift contractors. MTMC's transportation agreements need
to be revised to include more specific safety clauses. In addition, MTMC
needs to periodically inform its carriers of the MAC interim passenger
and baggage weight criteria, and the MATAs should be revised to include
this criteria. Further, MTMC needs to periodically remind military activi-
ties that hazardous material is not allowed aboard passenger aircraft
and develop instructions covering this regulation.

_
Recommendations

We recommend that the Secretary of Defense direct the Commander of
MAC to

improve the airlift capability survey process by requiring discussions
with pilots and other air crew and maintenance personnel and providing
increased emphasis on evaluations of contract maintenance facilities
and quality control over this maintenance,

include appropriate safety clauses in contracts with foreign airlift
contractors,

develop ways to obtain and evaluate information on the capabailities and
safety records of potential foreign airlift contractors, and

closely control waivers of the MAC seat row spacing rule.
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Agency Comments and

Our Evaluation

The Secretary of Defense should also direct the Secretary of the Air
Force to establish a permanent policy on MAC’s interim passenger and
baggage weight criteria and direct the Commander of MAC to

inform existing contractors of the interim passenger and baggage weight

criteria and include these criteria in its new airlift contracts and
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We also recommend that the Secretary of Defense direct the Commander
of MTMC to

ensure that airlift capability surveys are performed on MTMC airlift
contractors,

revise the MATAS to include more specific safety clauses,

inform MTMC airlift contractors of the interim criteria on passenger and
baggage weights and include these criteria in revised MATAs, and
periodically remind its customers that hazardous materials are not
allowed on passenger aircraft and develop instructions covering this
regulation

In its comments on a draft of this report, oD partially concurred with
our recommendations for improvements in the airlift capability survey
process and for controlling waivers of the MAC seat row spacing criteria.
poD concurred with the other recommendations in this chapter and pro-
vided data on its actions to implement them.

DOD stated that the airhft capability survey process does include discus-
sions with pilots and maintenance personnel. Our point 1s that the
survey criteria do not specifically require this. To help ensure consis-
tency and the most complete coverage during the survey process, we
believe the survey criteria should specifically provide for these discus-
sions and the criteria should be followed.

pOD commented that, while the surveys will examine contract mainte-
nance operations, there are practical limitations to the survey process,
given the extent of maintenance subcontract efforts. We recognize such
hmitations, and we are not suggesting mandatory inspection of all con-
tractor maintenance. Rather, our point is that MAC survey criteria should
be changed to provide more emphasis on contractor-provided aircraft
maintenance and improved coordination with FAA officials.
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poD partially concurred with our recommendation that waivers of the
MAC seat row spacing criteria not be allowed. DOD agreed that MAC seat
spacing standards should apply to the maximum practical extent. How-
ever, DOD stated that some latitude must exist to allow competent MAC
officials to waive the seat spacing requirements in extraordinary cir-
cumstances. According to DOD, such waivers would normally be
approved only in cases where substitute aircraft conforming to MAC’s
seat spacing requirements were not readily available and extreme delay
and passenger discomfort would result. We have modified our recom-
mendation to recognize that some flexibility is needed.

Our draft report suggested that MAC’s airlift capability survey process
could be improved by (1) having the MAC survey teams review the opera-
tional histories of contractor aircraft, (2) following up with FAA on defi-
ciencies identified during the surveys, and (3) specifically recording the
resolution of these deficiencies in contract files. DOD commented that it
prefers to rely on FAA’s knowledge of aircraft histories. DOD also noted
that a carrier is not approved for service until discrepancies are
resolved to the satisfaction of MAC and FAA. DOD further commented that
the survey process, which is being improved by expanding the staff, and
the establishment of an Air Carrier Analysis Office, which is being
developed at MAC, are designed to measure corporate effectiveness and
responsibility. After considering Dob’s comments and actions, we are not
making recommendations on these matters.

Our draft report also suggested that the process of evaluating potential
contractors could be improved by having MAC work with the Defense
Contract Administrative Service, which performs financial evaluations
of potential airlift contractors, to develop uniform financial evaluation
criteria for potential airlift contractors. DOD commented that the estab-
lishment of the Air Carrier Analysis Office at MAC and consequent
upgrading of MAC's review capabilities, supplemented by the Defense
Contract Administrative Service's financial evaluation, offer a better
solution to obtaining uniform financial data on airlift contractors. After
considering the merits of DOD's alternative approach to the problem, we
are not making a recommendation.

poD concurred with our remaining recommendations and stated the fol-
lowing actions to implement them were either being taken or planned.

New contracts with foreign carriers and renewals of current contracts
will contain applicable safety clauses.
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The Air Carrier Analysis Office being established at MaC will act as the
focus for collecting and evaluating pertinent information on foreign air
carriers serving DOD’s air transportation needs.

DOD’s regulations are being changed to incorporate MAC's interim pas-
senger and baggage weight criteria. The MAC fiscal year 1987 contracts
included the revised criteria, and future contracts will also include the
revised criteria.

MAC survey teams will review contractors’ application of the revised
passenger and baggage weight criteria during the airlift capability
survey process.

MAC will perform airlift capability surveys on MTMC airlift contractors.
MTMC will revise its transportation agreements to include more specific
safety clauses.

MTMC has revised instructions to its airlift contractors on the standard
weights to be used for weight and balance calculations. Also, the MATAs
are being changed to include the revised weight criteria.

MTMC has reemphasized DOD policy that hazardous cargo is not allowed
on passenger aircraft,
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Management Controls Over Military Charters
Need to Be Strengthened

MAC and MTMC use various management controls to monitor the perform-
ance of their airlift contractors. Our review showed that improvements
1n several of these control procedures are needed to provide more effec-
tive oversight of airlift contractor operations. We believe that strength-
ened controls could help ensure flight safety and enhance flight quality.

MAC should start centrally managing its program to inspect contractor
aircraft at en route locations and provide an effective program to mon-
itor customer comments on the service provided by airlift contractors.
MTMC needs to improve its charter oversight program, We also believe
that FAA and DOD need to improve their communication so that each has
access to the information it needs to provide effective oversight and con-
trol. FAA continues to experience a problem with performing effective
oversight because of shortages 1n its inspector staff and other problems.
Improvements are underway, but it could take FAA some time to correct
the problems.

Improvements Needed
in MAC’s Controls Over
Charter Airlift

Federal Acquisition Regulations prescribe policies and procedures to
ensure that supplies and services acquired under government contract
conform to the contract’s quality and quantity requirements. According
to the regulations, government contract quality assurance is performed
at such times (including any stage of manufacturing or performance of
services) and places (including subcontractors’ plants) as may be neces-
sary to determine that the supplies or services conform to contract
requirements. The regulations also state that government contracting
officers are to ensure contractor compliance with applicable safety
requirements and maintain surveillance of flight operations where
necessary.

MAC uses a variety of management control procedures to monitor airlift
contractor performance as required by the Federal Acquisition Regula-
tions. These include (1) schedule reliability evaluations, (2) contract dis-
crepancy reports submitted by MAC contract coordinators located in the
United States and overseas, (3) en route surveillance checks aboard
charter flights conducted by contract administrators located throughout
the MAC system, (4) mission observations by MAC pilots of charter crew
operations under actual conditions, (5) MAC ramp inspections of charter
aircraft at seven MAC bases, and (6) comment forms submitted by DOD
passengers flying on charter flights. We found that MAC needs to
strengthen its ramp inspection and passenger comment control
procedures.
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MAC Needs to Centrally
Manage Its Ramp Inspection
Program

MAC operates four to five charter passenger flights daily for scheduled
charter routes (channel missions) and for special assignment and exer-
cise airlift missions. One of MAC’s procedures in providing oversight of
airlift contractors was to perform, on a monthly basis, ramp inspections
of 10 percent of each airlift contractor’s aircraft (passenger and cargo
combined) that departed from the following locations.

Charleston Air Force Base, South Carolina
Clark Air Base, Philippines

McChord Air Force Base, Washington
McGuire Air Force Base, New Jersey
Rhein Main Air Base, Germany

Travis Air Force Base, California

Yokota Air Base, Japan

The aircraft to be inspected are selected locally. Following the Arrow
Air crash at Gander, MAC increased the ramp inspection criterion to 50
percent of the flights.

The ramp inspection is basically a visual check of the aircraft performed
by an experienced Air Force representative accompanied by a represen-
tative of the airline. The inspection does not entail unfastening engine
cowlings or air frame inspection plates unless necessary to check, for
instance, the severity or source of an oil leak. Any opening of an aircraft
1s done only by airline representatives. The aircraft log is also reviewed
by the Air Force representative. When serious deficiencies are not
resolved at the base level, Air Force officials are to contact the nearest
FAA maintenance representative for guidance and a decision. Only the
FAA representative has the authority to ground an aircraft. However, the
local MAC commander has the right to refuse to load passengers and
cargo if the aircraft is considered unacceptable, even if the FAA repre-
sentative does not ground the aircraft.

MAC’s ramp inspection program has the potential to be an effective over-
sight procedure. However, to help realize that potential, MAC should (1)
provide centralized management and evaluation of the ramp inspections,
(2) include ramp inspections for charter aircraft departures from com-
mercial airports, (3) target all aircraft not included in the airlift capa-
bility surveys for ramp inspections, (4) expand the program to include
ramp nspections of MTMC charter aircraft, and (5) develop a program to
ensure that ramp inspections are performed on air taxi aircraft.
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Need to Be Strengthened

The MAC ramp inspection program is not centrally directed by MAC. Also,
the inspection results are not centrally analyzed to determine trends.
According to MAC officials, the ramp inspection program has been dele-
gated to the seven MAC air bases shown on page 37. Personnel at the
bases select the aircraft to be inspected. We found no indication that
anyone at MAC analyzed the results of the ramp inspections. To ensure
more uniform coverage and evaluation of contractors, we believe that
MAC should centrally manage the ramp inspection program by specifi-
cally selecting contractors’ aircraft to be inspected and the en route loca-
tions where they will be inspected. The inspection data should be
centrally evaluated by MAC to determine trends in contractors’ perform-
ance. MAC generally knows which contractors perform designated flights
and the destinations. MAC could use this information to pre-program
ramp inspections. Centralized management would also be required for
the other improvements outlined below.

Four of the seven locations where ramp inspections are performed are
on MAC bases in the United States. However, MAC records indicate that
most outbound passenger movements are not from these bases. For
example, during fiscal year 1986, about 78 percent of outbound pas-
senger movements were from commercial gateways located at commer-
cial airports in the United States. MAC's ramp inspection program needs
to be expanded to include charter departures from these airports.

MAC’S ramp inspection program does not specifically require inspections
of substitute charter aircraft. MAC’s contracts allow airlift contractors to
use substitute aircraft, which may not have been previously inspected
by MAC. Substitution is subject to the approval of MAC contracting
officers. However, there are no instructions indicating that, if a substi-
tute aircraft is used, it should be specifically targeted for a ramp inspec-
tion. Specifically targeting substitute aircraft for ramp inspections
would give MAC an opportunity to evaluate aircraft it may not have eval-
uated during the airlift capability survey because they were not offered
by the contractor. Also, MAC’s airlift capability survey program does not
provide for the inspection of all the aircraft offered by a potential con-
tractor because they may not be available at the contractor’s facilities
during the survey. If MAC centrally directs the ramp inspection program,
then it could target for ramp inspections specific aircraft that were not
previously inspected in the airlift capability surveys.

MAC’s ramp inspection program does not cover MTMC-arranged charter

airlift. During fiscal year 1985, MTMC arranged 1,089 charter passenger
flights. However, we could find no indication that MTMC had requested
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MAC ramp inspections on these charters. MAC and MTMC should jointly
develop a program that would provide ramp inspections of MTMC
charters.

MAC Regulation 70-1 requires ramp inspections on air taxi aircraft. Defi-
ciencies are to be brought to the attention of the flight crew for log entry
and/or correction. Items considered to be of a serious nature are to be
resolved, or the aircraft is not to be loaded. We found no indication that
ramp inspections were being performed on MAC or MTMC air taxi opera-
tors. MAC officials stated that the ramp inspections were probably not
done because air taxi operators do not generally operate out of the MAC
bases where the inspections are performed. MAC needs to develop a pro-
gram to perform ramp inspections on air taxi aircraft, including MT™MC-
arranged air taxi movements.

FAA performs ramp inspections as part of its air transportation safety
oversight program. However, the Federal Acquisition Regulations
require MAC to inspect the service provided by its contractors. Therefore,
MAC should coordinate its efforts to improve its ramp inspection pro-
gram with FAA to minimize duplication of effort.

MAC Needs to Improve
Passenger Comment
Procedures

Another useful source for obtaining data on contractor operations is
passenger comments. MAC provides single-page passenger comment
forms at terminals for any MAC passenger desiring to comment on MAC
services. Spaces for the passenger’s name and address as well as the
flight number, departure airfield, and destination are provided. How-
ever, the form does not ask any specific questions about safety.

MAC's current practice is to have DOD passengers submit the comment
forms to local military representatives for resolution. Passengers are
also offered the opportunity, at their option, to send the forms to MAC.
We believe that a more effective passenger comment monitoring pro-
gram would result 1f MAC developed a two-copy form, with one copy to
be submitted to the local military representative and one copy to be sent
directly to MAC. MAC could then evaluate passenger comments and 1den-
tify trends for contractor evaluations. Also, the form should be rede-
signed to focus passengers’ attention on any flight safety problems they
might have noticed as well as service quality problems. For example, the
form could ask specific questions related to (1) the quality of the pre-
flight safety briefing, (2) whether exits or aisles were blocked, and (3)
whether dangerous or bulky items were allowed as carry-on baggage.
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MTMC also uses a variety of management control procedures to monitor
airlift contractor performance. These include (1) schedule reliability
evaluations, (2) standards of service checks performed by MTMC or base
transportation personnel, (3) en route surveillance checks aboard
charter flights performed by MTMC quality assurance inspectors, and (4)
comment forms submitted by DOD passengers. We found that MTMC needs
to strengthen 1ts en route surveillance and passenger comment
procedures.

MTMC Needs to Increase En
Route Surveillance Checks

En route surveillance checks, which are performed by MTMC personnel
who fly on selected flights, offer MTMC an opportunity to evaluate an
airlift contractor’s in-flight performance. For example, the surveillance
check criteria provide for evaluations of (1) in-flight safety briefings,
(2) in-flight meal quality and other services, and (3) consideration given
to the safety and comfort of the passengers. However, due to personnel
shortages, MTMC performed only 4 en route surveillance checks on the
1,089 charter flights arranged by MT™MC during fiscal year 1985. MTMC
needs to expand its efforts to monitor in-flight performance.

MTMC Needs to Manage Its
Passenger Comments
Procedure

MTMC uses a passenger comments form as part of its airlift contractor
oversight. However, unlike the MAC form, which is voluntary, the MTMC
form is mandatory for all group movements arranged by MTMC, all move-
ments of recruits traveling to initial training sites, and all movements by
chartered air taxi service.

According to MTMC officials, about 50,000 passenger comment forms are
received annually. However, due to personnel shortages there is a 5- to
6-month backlog of unopened and unprocessed forms. This backlog pre-
cludes MT™MC from using the forms as a timely evaluation of airlift con-
tractor performance. MTMC should consider alternative approaches that
would make its passenger comments system more timely.

We also believe that the form could be made more useful if it specifically
requested the passenger to i1dentify any safety concerns raised during
the flight. The form asks for passenger responses on several areas of
flight quality, but 1t does not specifically ask the passenger to address
flight safety issues such as safety briefings, blocking of aisles and exits,
and adequacy of emergency lighting. In a March 4, 1986, message to mil-
itary activities, MTMC did state that special emphasis should be placed on
safety-related concerns. The message stated that passengers could enter
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their safety concerns in the space on the form reserved for written com-
ments. However, we believe the form would be more useful if it specifi-
cally reminded passengers to address safety concerns. MT™MC officials
agreed that the form is passive on these issues. They added that they
intend to review the form to see if specific questions about flight safety
should be added.

MFO’s Monitoring of
Charter Operations

\

According to the State Department, the MFO monitors contract perform-
ance by observing contractor operations at departure airfields. How-
ever, according to the Department, MFO staff do not do in-flight
monitoring or perform ramp inspections. Rather, Mro relies on FAA regu-
lation of contractor maintenance and other operational safety proce-
dures. As stated in chapter 2, the Army has decided that MAC will now
arrange airlift of U.S. troops to the MFO. Because of this change in proce-
dures, we are not making any recommendations to the Department of
State covering MFO’s contract monitoring operations.

Effective
Communication Needed
Between FAA and DOD

One way to provide better oversight and monitoring of airlift contrac-
tors is to have effective communication between FAA and poD. While FAA
and pOD have regulations that provide for communication between the
agencies, they have not been effectively followed. This lack of communi-
cation resulted in pOD’s not being informed of a number of actions FAA
had taken against DOD’s airlift contractors. Ways to improve communica-
tion exist. We believe FAA and DOD need to continue to improve their
communication so that each has access to the information it needs to
adequately discharge its responsibilities.

Instructions Provided for
Communication Between
FAA and DOD

FaA's Order 8000.4E, on coordination with MAC, dated December 17,
1976, states:

“Since MAC cannot maintain frequent contact with all carriers, the district office
having certificate responsibility will notify the Contract Airhift Survey Office (MAC/
LCI) whenever a potential problem area is discovered, particularly involving safety
MAC/LCI will, in turn, continue working closely with the FAA district offices to
resolve any problem area Carriers performing airhift services for the Department of
Defense are aware that the Commander of MAC may suspend service for compro-
mising safety "

pob’s Directive 5030.19, on pOD’s responsibilities for federal aviation
matters, dated August 6, 1971, states:
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“In order to assist the Administrator of FAA (Department of Transportation) in the
discharge of his responsibilities, Public Law 85-726 (reference (b)) [Federal Aviation
Act of 19568 as amended] places certain responsibilities upon the Secretary of
Defense to’establish by cooperative agreement suitable arrangements for the timely
exchange of information pertaining to their mutual programs, policies, and require-
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ments directly relating to such responsibilities.”

Even though both agencies have instructions providing for communica-
tion, they had not effectively followed these instructions.

Lack of Communication
Between FAA and MAC

Our review disclosed a number of instances where FAA had not informed
DOD of FAA investigations of and enforcement actions against DOD airlift
contractors. For example, FAA had not informed DOD of the results of the
National Air Transportation Inspection, including the inspection results
for DOD’s airlift contractors. Also, FAA had not informed MAC of the
$34,000 in fines 1t had placed on Arrow Air. In addition, FAA had not
informed MAc of the problems it was having with two DOD airlift contrac-
tors.® In another example of the lack of timely communication between
FAA and DOD, a copy of an FAA letter dated May 2, 1985, outlining fines of
$201,600 against another pop airlift contractor, was not received at MAC
until January 1986. MAC had performed a capability survey on this air-
line in July 1985. During the survey FAA officials were contacted. How-
ever, there was no evidence in the report that FAA officials had told the
MAC survey team about the fines. According to FAA Order 8000.4E, this
type of information is to be provided to MAC survey teams when they
visit FAA district offices.

Actions to Improve
Communication

FAA and DOD are improving their communication. For example, MAC
assigned one of its personnel to FAA headquarters in Washington, D.C., in
September 1986. FAA officials told us that they plan to assign an FAA
liaison officer to MAC The Air Carrier Analysis Office being established
at MAC has an initial contract with por’s Transportation Systems Center
to explore avenues for accelerated reporting of safety and other related
airlift issues. DOD is reviewing its directive dealing with its relationship
with FAA. Also, FAA and DoD officials told us that they are continuing to
identify needed improvements in their communication procedures.

6See GAO report Aviation Safety FAA's Surveillance of Two Contract Military Carners (GAO/RCED-
86-128FS), Mar 13, 1986
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FAA is primarily responsible for establishing flight safety regulations
and for monitoring airlines and air taxi operators. FAA manages an over-
sight program that includes a variety of inspections of airlines’ and air
taxi operators’ personnel, aircraft, maintenance activities, and other
operations. Our studies and evaluations have identified a number of
problems with FAA's oversight programs. Improvements are underway,
but these actions could take some time to accomplish.

In May 1986 hearings before the Subcommittee on Aviation, House Com-
mittee on Public Works and Transportation, we stated that the number
of airlines and aircraft had increased. However, FAA had taken few steps
to deal with the impact of these increases on its inspector staff. We
noted that FaA had begun to respond to the inspection problem by (1)
increasing the size of its inspector work force, (2) issuing interim
staffing standards and national guidelines that include minimum inspec-
tion standards, and (3) affirming that inspections are the number one
work priority for inspectors—ahead of certification work. FAA has also
instituted 4 National Aviation Safety Inspection Program using large,
specially assembled teams to inspect targeted airlines. We.also testified
that rFAA plans to have in place by the end of fiscal year 1988 updated
guidance for inspectors, needed revisions to existing hiring and training
policies and programs, and an improved system of management
oversight.

During the hearings we expressed the view that FAA's recent initiatives
were a substantial step in the right direction. However, we also listed
our continuing concerns that (1) FAA was not well prepared to absorb an
increase in its inspector work force because it still did not know how the
current work force was used and new inspectors lacked appropnate
skills and experience, (2) FAA's inspection standards were not specific
enough to address known safety problem areas, and (3) because FAA’s
internal management control system over inspections—the work pro-
gram management subsystem—still had many operational problems, it
was doubtful that the system would provide usable nationwide data for
many years We concluded that it could take many years to address the
above problems. Meanwhile, we stated that FAA did not have an effec-
tive plan for dealing with its shorter term problem of ensuring that air-
lines are complying with safety regulations, while at the same time
putting its longer term strategy into place.
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FAA Has Several Programs
Underway to Correct
Identified Deficiencies

During May 1986, FAA also testified before the Subcommittee on Avia-
tion of the House Committee on Public Works and Transportation.
During these hearings the Administrator of FAA discussed the following
actions FAA is taking to address 1dentified deficiencies.

To fill identified shortages 1n the inspector force, FAA recruited 300
inspectors and support personnel during fiscal year 1986. Further addi-
tions to the inspector force are planned for fiscal year 1987. Additional
positions will be sought in subsequent years.

FAA is developing a new staffing standard based on inspector job tasks
FAA expects to use the new staffing standard in developing fiscal year
1988 budget requests.

To strengthen the general qualifications requirements for hiring new
inspectors, FAA is developing a better definition of the functional
requirements for its inspectors. However, to meet current needs, FAA 1S
hiring inspectors concurrent with its efforts to provide better job defini-
tions. FAA is doing this because 1t needs to fill current shortages.

FAA has restructured and improved its initial training course for inspec-
tors. Further, FAA has established an automated on-the-job training
tracking system to identify the training received by new inspectors. FAA
has also improved training for existing inspectors.

FAA has taken steps to standardize inspections by issuing stronger policy
guidance and directives from headquarters. FAA believes this standardi-
zation will better ensure a national inspection program that does not
rely on regional policies or interpretations for implementation.

FAA has established a National Inspection Program, which selects spe-
cific segments of the air transportation industry for inspection. Fol-
lowing the Arrow Air crash at Gander, Newfoundland, the program was
amended to expedite the review of airlines that provide charter service
to boD.

FAA is conducting a pilot program to determine the feasibility of a
records examination assistance program, which would supplement
inspector staff with contractor personnel who are trained in auditing
and would evaluate the accuracy of an airline’s record-keeping system.
Also, FAA recently revised its maintenance handbooks to provide uni-
form inspection criteria for its inspectors. In addition, FAA has estab-
lished a quality control function to evaluate the quality of inspections.
FAA has also taken steps to improve its management information system,
For example, FAA recently completed 12 national software subsystems
for its Aviation Safety Analysis System. Full automation of the system
is not yet complete.
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During the testimony, the Administrator acknowledged that, while
many positive steps had been taken, much remains to be done.

Conclusions

MAC and MTMC use various oversight procedures to monitor the perform-
ance of their airlift contractors. Our review showed that to help ensure
flight safety and enhance flight quality, improvements are needed in
several of these procedures.

MAC needs to start centrally managing its ramp inspection program and
expand it to include commercial gateway locations, MTMC flights, and air
taxi contractors where possible. Since FAA also inspects commercial air-
craft, MAC should coordinate its efforts to expand its ramp inspection
program with FAA This coordination should minimize duplication of
effort.

MAC also needs to provide an effective program to monitor passenger
comments on the services provided by airlift contractors. MTMC needs to
improve its charter oversight program.

Communication is a key element in providing effective oversight and
monitoring of airlift contractor operations. We believe that FAA and pob
need to continue to improve their communication so that each has access
to the information it needs to provide effective oversight and control.
FAA continues to experience problems in providing effective oversight
because of shortages in 1ts inspector force and other operational prob-
lems. Improvements are underway, but it may take some time to correct
the problems.

L ]
Recommendations

We recommend that the Secretary of Defense direct the Commander of
MAC to

improve the management of 1ts ramp inspection program to include (1)
centrally selecting the flights and aircraft to be inspected and centrally
evaluating the results by contractor, (2) expanding the ramp inspection
program to commercial airport locations (commercial gateways), (3)
targeting aircraft not included in the airlift capability surveys for ramp
inspections where possible, and (4) expanding the program to include
MTMC charter airline flights as well as MTMC and MAC air taxi flights
where possible, and
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improve the passenger comments process by (1) developing and using a
two-copy form with one copy always sent to MAC, (2) centrally evalu-
ating the comments categorized by contractor, and (3) redesigning the
form to focus passengers’ reporting on safety and quality problems they
might have noticed.

We also recommend that the Secretary of Defense direct the Commander
of MT™MC to

evaluate expanding MTMC's efforts to monitor in-flight performance and
consider alternative approaches to MTMC's passenger comments process
to make 1t more timely and redesign the passenger comments form to
add space for comments on flight safety issues when necessary.

In addition, we recommend that the Secretary of Defense and the Secre-
tary of Transportation work together to develop policies and procedures
to improve communication so that each has access to the information 1t
needs to adequately discharge its responsibilities.

L
Agency Comments and

Our Evaluation

poD concurred with the recommendations in this chapter and provided
data on the actions it is taking to implement them. DOT concurred with
our recommendations on improved communications with DOD.

DOD agreed that ramp inspections of charter airlift form an integral part
of oversight and surveillance of air carriers serving passenger airlift
needs. DOD commented that the MAC ramp inspection program has been
restructured to include operations at selected civil airports and inspec-
tions of MTMC as well as MAC charter flights. DOD further commented that
it intends to comply with the fiscal year 1987 National Defense Authori-
zation Act (Pubhc Law 99-661, dated November 14, 1986), which
requires frequent inspections of passenger charter aircraft. Public Law
99-661 is discussed further in chapter 4. DOD also stated that, as the Air
Carrier Analysis Office at MAC becomes fully operational, it will have the
capability to centrally manage and schedule ramp inspections including,
where practical, charter aircraft not examined during airlift capability
surveys. Finally, DOD commented that short notice movement require-
ments, changes in aircraft equipment, and remote geographic locations
inhibit inspection of all charter aircraft.

DOD also noted that it is taking the following actions to implement the
other recommendations in this chapter.
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MAC and MTMC have agreed on the design of a revised standard passenger
evaluation form that focuses passenger attention on safety and service
quality. Completed forms are to be sent to the Air Carrier Analysis
Office being established at MAC where they will be used with other
indicators to analyze carrier performance.

MTMC’s in-flight surveillance program is being expanded. Also, MTMC 18
reviewing ways to make its passenger comments process more timely.
DOD agreed that timely and effective exchange of safety-related informa-
tion between DOD and FAA “‘is a cornerstone of a sound airlift oversight
program.” DOD has placed a fully qualified liaison officer with FAA to aid
the communication process and has requested that FAA assign an FAA
advisor to MAC. Also, DOD is revising DOD Directive 5030.19 to emphasize
the importance of the interdepartmental relationship between pop and
por. Further, the Air Carrier Analysis Office is being designed to have
direct contact with FAA to facilitate the rapid exchange of pertinent
data.

DOT also agreed that there was a need for more effective communication
between FAA and DOD. DOT also stated that the MAC liaison officer dis-
cussed above now has access to all FAA inspection data on military airlift
contractors and, in turn, is in a position to provide FAA with safety data
obtained by DOD on its air carriers. FAA officials told us they also plan to
assign an FAA liaison officer to MAC. DOT noted that these procedures will
be further refined and strengthened as experience is gained.
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Following the Arrow Air crash at Gander, a DOD study group conducted
a comprehensive review of DOD passenger airlift policies and procedures.
The study group’s report, Passenger Airlift Policies and Procedures
Review, dated April 2, 1986, contains a number of observations on pas-
senger airlift procurement and oversight that are similar to our observa-

tions in nhanfnre 2 and Q and noint to a need for strengthened
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management controls over commercial charter operations. The report
also contains a number of recommendations to improve DOD commercial
passenger airlift procurement and oversight. The actions recommended
by the report, if adequately implemented, will help improve DOD’s com-
mercial airlift operations. To help achieve optimum results from the
study and its recommendations, DOD needs to (1) establish workable
implementation plans, (2) commit the personnel and other resources
required to implement the recommendations, and (3) periodically assess
and report on the progress being made in implementing the

recommendations.
DOD’ : Following the crash of the Arrow Air aircraft at Gander on December
1 D’s Rev1eyv ,Of 12, 1985, a DOD study group conducted a comprehensive examination of
Passenger Airlift DOD's passenger airlift policies and procedures. The pop study group,

Policies and Procedures which included private consultants and members from DOD, DOT, and FAA,
examined the roles and responsibilities of the organizations involved in
the air transportation of military personnel and their families. The
study group was to perform a thorough examination and recommend
changes to improve the safety and quality of DoDp passenger air travel.
DOD guidance states that the DOD traveler is entitled to the same quality
of service and standards of safety as the public. According to DOD it is
the responsibility of the government in general and DOD in particular to
ensure this result. Also, according to poD, unlike the private citizen who
is free to make travel choices, the DOD traveler is generally ordered
when, where, and how to travel. As a result, DOD has stated that it and
other government agencies must arrange required air transportation
with full regard for the safety, comfort, and convenience of all boD
passengers.

DOD’s report concluded that there are a number of areas where more can
be done to ensure the quality of DOD passenger airlift. The report stated:

*Conflicting internal procedures, lack of adequate dialogue between and among DOD
Components and agencies charged with the responsibility for aviation safety, and
other systemic problems need to be corrected More attention should be directed at
the ability of FAA to carry out its statutory responsibilities for 1t 1s clear that cur-
rent available resources are being overextended to accomplish industry oversight
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DOD’s Study
Recommended Several
Changes in Passenger
Airlift Procurement
Policies and Procedures

The roles and responsibilities of the agencies and organizations charged with pas-
senger aviation matters do not need change as much as they need emphasis, focus,
and additional resources.”

DpOD’s report concluded that DOD is not a substitute for Faa. However, the
report also stated that, given the size and scope of DOD activities and the
unique aspects of the pDoD traveler, there is a burden on DOD to ensure
that safety and other pertinent factors are fully considered in all travel
arrangements.

DOD’s report on passenger airlift includes five recommendations to
improve procurement of passenger airlift resources. Most of these rec-
ommendations deal with improving the evaluation criteria used to ini-
tially select airlift contractors.

As discussed in chapter 2, MAC teams perform an airlift capability
survey of potential airlift contractors to determine 1f they are able to
perform DOD airlift. The responsibility for the airlift surveys was
assigned to MAC by the Secretary of Defense in 1961. However, this
responsibility is not reflected in MAC’s operating instruction (DoD Direc-
tive 5160.2). DOD’s report recommends that pop Directive 5160.2 be
amended to provide that MAC have responsibility for conducting airlift
capability surveys for all U.S. airlines providing block seat, charter, and
air taxi passenger airlift. This suggestion is similar to our recommenda-
tion in chapter 2, which states that airlift capability surveys should be
done on MTMC-arranged charters. However, we also recommend that MAC
develop ways to obtaimn and evaluate information on the capabilities and
safety records of potential foreign airlift contractors.

DOD reported that the current airlift capability survey process is not ade-
quate. While MAC survey teams consist of highly trained military pilots
and military maintenance expeyts, these personnel lack significant
experience 1n commercial operations Also, DOD pointed out that while
Mmac uses Defense Contract Administrative Service offices to provide
financial assessments of potential contractors, these offices do not have
experts on airline operations. DOD recommended that the MAC airlift
capability survey teams be augmented by an appropriate number of Faa
inspectors or comparable FAA trained and qualified personnel. DoD and
FAA will have to work together on the implementation of this recommen-
dation. As discussed in chapter 3, FAA is currently experiencing a
shortage of qualified inspectors for its own oversight work. Therefore,
implementation of this recommendation could be difficult.
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DOD’s report stated that the airlift capability survey does not include an
assessment of specific, readily available financial, performance, and
safety-related indicators, such as accident rates, incident rates, mainte-
nance costs, operating history, and costs per hour of operation by air-
craft type. poD stated that these indicators should be used as a baseline
for comparison between the air transportation industry and the airline
being surveyed. pob recommended that MAC and MTMC identify these
indicators and use them in (1) determining the eligibility of air carriers,
(2) administering contracts and agreements, and (3) evaluating perform-
ance. It further recommended that MAC and MTMC are to continuously
monitor and analyze these indicators.

DOD’s report pointed out that MTMC required that a potential airlift con-
tractor have 6 months of comparable experience in commercial service
prior to being eligible to transport DoD passengers. However, MAC did not
require this. The poD study group noted that prior commercial experi-
ence is, next to FAA certification, the most important indicator of a
potential airlift contractor’s ability to safely and effectively transport
DOD passengers. DOD recommended that both MAC and MTMC require that
potential airlift contractors have 12 months of prior commercial experi-
ence unless exempted by the bobp Commercial Airlift Review Board that
was also recommended in the DoD study.

We agree that prior experience is an important indicator. However, the
12-month period may not provide a sufficient experience base for
making effective evaluations. According to poD officials who were part
of the study group, the 12-month criterion 1s a compromise figure. It is
not based on an analysis of how much of a company’s operational his-
tory needs to be evaluated in order to make the most effective decisions
on a potential contractor’s performance. Because this is a new evalua-
tion criterion, DOD should, over time, evaluate whether 12 months of
prior commercial experience provides sufficient data for an effective
evaluation.

The DOD report also noted that MAC requires that 60 percent of an airlift
contractor’s revenue come from sources other than pob. MT™MC did not
have this requirement. One of the reasons for this requirement is that
MAC, in times of emergency, would have to expand airlift requirements
and use a portion of the contractor’s commercial capability The pDoD
report recommended that MTMC adopt MAC’s 60 percent criterion and that
the pop Commercial Airlift Review Board periodically review this
requirement
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The DOD report on passenger airlift policies and procedures contained
eight recommendations to improve oversight and control of DOD pas-
senger airlift operations. Implementation of these recommendations
would (1) develop uniform criteria for suspension and reinstatement of
airlift contractors, (2) expand procedures for evaluating actual airlift
contractors’ performance, (3) improve communication and coordination
with FAA, and (4) provide more control over DOD air travel.

The DOD report stated that there was no standard pop procedure for MAC
and MTMC to follow in determining whether to continue to use an airlift
contractor following a major safety violation, incident, or fatal accident.
DOD went on to state that under current procedures it was possible for
MAC to continue to use an airlift contractor MTMC had suspended or for
MTMC to continue to use an airlift contractor that MAC had suspended
poD recommended the establishment of standard guidelines for the sus-
pension and reinstatement, where possible, of any airlift contractor
involved 1n a fatal accident or cited by FAA for a major violation or
serious incident pending a review by the pob Commercial Airlift Review
Board. poD also recommended the establishment of guidelines for the
creation and operation of the oD Commercial Airlift Review Board.

Development and implementation of suspension and reinstatement cri-
teria may be difficult. Also, poD will have to work closely with FAA on
these 1ssues. For example, on April 17, 1986, poD informed FAA that 1t
had temporarily stopped using an airline following an FAA inspection
that disclosed a number of serious problems with the airline’s operations
and that resulted in a record $9 5 million in civil penalties against the
airline. On that same day, FAA informed DOD that corrective actions were
either complete or sufficiently underway to ensure that the airline was
safe to fly.

The airlift capability survey can be used to evaluate potential airlift
contractor capabilities and actual contractor performance. DOD reported
that, prior to the Arrow Air crash, MAC had performed the survey on
airlift contractors at the time of 1nitial request to do business with poD
and subsequently on an as-required basis. Following the crash, MAC
changed the survey to an annual requirement. oD recommended the
establishment of a requirement for a biennial on-site airlift capability
survey complemented by a semiannual performance evaluation. The
semiannual evaluation would use the financial performance and safety-
related indicators that pob recommended be developed.
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The pob study recognized the differences between the MAC and MTMC
approaches to the use and evaluation of passenger comment forms DOD
recommended that MAC and MTMC develop a standard form and evalua-
tion procedure. The form would be mandatory for all charter flights.
Also, the forms would be used in the periodic evaluations discussed
above. In chapter 3 we recommend that the forms specifically address
safety concerns. We also recommend that MTMC consider alternative
approaches to its passenger comments process to make it more timely.

The DOD report stated that MAC performed ramp inspections on 50 per-
cent of its charter flights transiting seven major MAC terminals.
According to DoOD, this policy results in the inspection of about 40 per-
cent of MaC-sponsored flights. However, the report recognized, as we did,
that ramp inspections on MTMC charter flights were not performed. boD
recommended that MAC perform ramp inspections on 25 percent of MAC
and MTMC flights. While the percentage of MAC flights to be inspected was
reduced, the coverage was to be expanded to include samples of MT™MC
and MAC flights transiting civil terminals, commercial gateways, and mil-
itary airfields. poD further recommended that the frequency of inspec-
tion shall be subject to review by the bob Commercial Airhift Review
Board. In chapter 3 we recommend that MAC take control of the manage-
ment and evaluation of its ramp inspection program and that the pro-
gram be expanded to include MT™C flights where possible and
commercial departure airfields. We also believe that the ramp inspection
program needs to be expanded to cover air taxi operations where pos-
sible. DOD’s report stated that FAA's enforcement actions against air taxi
operators have increased significantly.

The DOD report recognized that MAC and MTMC follow different proce-
dures at different frequencies for in-flight passenger charter evalua-
tions. DOD recommended that MAC and MTMC (1) establish a standard in-
flight survey checklist that includes provisions for evaluation of safety
and unusual flight occurrences, (2) evaluate flights for each passenger
airlift contractor at least once a year, and (3) evaluate not less than 5
percent of MAC and MTMC flights

poD’s report stated that, since the final responsibility for the safety of
all military personnel and their families rests with poD, a special rela-
tionship between FAA and poD must be fostered. DoOD added that its sup-
port of FAA's efforts to increase oversight of the civil aviation industry is
essential. The report recommended that the Office of the Secretary of
Defense reaffirm its basic reliance on FAA in matters of airline safety
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and work with pOT and FAA to ensure surveillance of poD airlift contrac-
tors. The report also recommended that DOD seek assurance from the
Secretary of Transportation that progress will continue in areas identi-
fied for improvement by DOD and DOT, including (1) the air carrier certifi-
cation process, (2) standardization among FAA organizations, (3)
adequacy of adverse actions and penalties applied to air carriers, and
(4) avallability of fiscal and manpower resources. Chapter 3 discusses
some of FAA’s problems in providing adequate civil aviation industry
oversight and what FAA is doing to correct them.

DOD’s report recognized that increased communication between DOD and
FAA could enhance contract monitoring and oversight. DOD recommended
that the Office of the Secretary of Defense expand the relationship
between DOD and FAA regarding airlift safety and establish firm require-
ments for the exchange of safety-related data. poD also recommended
that (1),00D Directive 5030.19 (DoD’s regulation on federal aviation mat-
ters) be changed, (2) FAA reestablish the Faa liaison position at MAC, (3)
DOD establish a MAC liaison position at FAA, (4) FAA, in concert with MAC,
establish internal guidance identifying the type and frequency of data to
be provided to DOD, and (5) FAA Order 8000.4E (FAA’s order on coordina-
tion with MAC) be revised. In chapter 3 we recommend increased commmu-
nication between DOD and FAA

The poD study group found several circumstances where DOD personnel
could travel on airlines that do not follow the safety and quality of ser-
vice standards established by FAA and DOD. These circumstances include
(1) travel on foreign flag airlines, (2) foreign military sales travel, (3)
nonappropnated fund activity travel, (4) unofficial (leave or vacation)
travel, and (5) travel not arranged by MAC or MTMC, such as travel
arranged by Mro or the U.S. Army Corps of Engineers. DOD recommended
that the Office of the Secretary of Defense establish a policy that would
require that all pop-sanctioned group air travel, both official and unoffi-
cial, be accomplished with airlines authorized to perform similar ser-
vices for MAC and MTMC unless this requirement is waived by the poD
Commercial Airlift Review Board. The policy is to include transporta-
tion for nonapproprated fund activities, foreign military sales cases,
military service academies, and transportation arranged by organiza-
tions other than MAC or MTMC, such as MFO or the U S. Army Corps of
Engineers. The policy would exclude foreign flag travel when 1t is the
directed mode of travel and individually procured discretionary travel,
such as leave travel.
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In chapter 2 we note that the MFO uses U.S. CRAF airlines although it does
not have to. Also, in chapter 2 we note that MAC has contracts with for-
eign airlift contractors for operations in Canada, Iceland, and Greenland.
In chapter 2 we recommend improvements in MAC's procurement proce-
dures with these foreign airlines that would include putting appropriate
safety clauses in the contracts and developing ways to obtain and eval-
uate information on the capabilities and safety records of potential for-
eign airlift contractors.

The study group identified a number of other areas, not specifically
addressed in the DOD study, that could benefit from additional emphasis.
The poD report made the following recommendations in these areas:

“The Military Departments and Defense Agencies should reinforce guidance pre-
cluding primary medical and dental records from accompanying DOD travelers

“*MAC should review guidance provided to commercial air carriers with regard to
passenger, baggage, and impedimenta weights and ensure that confusion does not
exist with regard to these important factors in aircraft weight and balance
computations

“The Military Departments and Defense Agencies should reinforce the guidance pro-
vided by the Military Traffic Management Regulation to assure that all DOD per-
sonnel and their families are afforded an opportunity to purchase commercial flight
Insurance prior to departure. This applies to all DOD-sponsored air travel inclusive
of charter and block and individual seat travel

“Consideration should be given by MAC and MTMC to increasing the seat spacing
for DOD charter airhift, both domestic and international The military traveler may
not conform to the demographics of the general public and may, therefore, need
more ample seat spacing In addition to increased comfort, greater seat spacing
affords an improved measure of safety during aircraft evacuation

“*MAC and MTMC should investigate the potential for improving the contracting pro-
cess for charter flights with the objective of introducing a technical safety evalua-
tion preceding cost proposals "’

In chapter 2 we elaborate on the issues associated with passenger
weight and seat spacing. Chapter 2 also includes several recommenda-
tions on these 1ssues.
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DOD’s report presents a number of recommendations that should
improve passenger airlift contracting, oversight, and control. To carry
out the report’s recommendations, DOD needs to develop an implementa-
tion plan. This plan should detail a method for evaluating the implemen-
tation of the recommendations. The pop Commercial Airlift Review
Board could be used to monitor implementation. However, given the
great deal of concern expressed by Congress over DOD passenger air
travel, it may be prudent to have an independent periodic evaluation by
the poD Inspector General of progress being made. Also, because of con-
gressional interest, the Secretary of Defense may want to address the
progress being made on these recommendations in his annual report to
the Congress.

Section 1204 of the fiscal year 1987 National Defense Authorization Act,
Public Law 99-661, dated November 14, 1986, requires DOD to implement
many of the recommendations included in pDOD’s report. Major provisions
of the Act include the following requirements for charter air transporta-
tion of members of the armed forces.

The Secretary of Defense may not enter into a contract with an air car-
rier for the charter air transportation of members of the armed forces
unless the air carrier (1) meets, at a minimum, the safety standards
established by the Secretary of Transportation under title VI of the Fed-
eral Aviation Act of 1958, (2) has at least 12 months of operating
experience equivalent td the service sought by poD, and (3) undergoes a
technical safety evaluation that shall include inspection of a representa-
tive number of aircraft and be conducted in accordance with regulations
prescribed by the Secretary of Defense, after consultation with the Sec-
retary of Transportation.

The Secretary of Defense is to develop, after consultation with the Sec-
retary of Transportation, a charter airline inspection program that, at a
minimum, includes (1) an on-site capability survey of air carriers at
least once every 2 years, (2) a performance evaluation of air carriers at
least once every 6 months, (3) a preflight safety inspection of each air-
craft conducted at any time during the operation of, but not more than
72 hours before, each internationally scheduled charter mission
departing the United States, (4) a preflight safety inspection of each air-
craft used for domestic charter missions conducted to the greatest
extent practical, and (5) periodic operational check rides on aircraft.
The Secretary of Defense is to establish a Commercial Airlift Review
Board that will, among other duties, make recommendations to the Sec-
retary on suspension and reinstatement of air carriers.
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The Secretary of Defense is to establish guidelines for the suspension
and reinstatement of air carriers under contract to DOD.

A representative of MAC or MTMC or the senior officer present may order
armed forces personnel to leave a chartered aircraft if it has been deter-
mined that a condition exists on the aircraft that may endanger the
safety of the armed forces personnel.

The Secretary of Defense is to request that the Secretary of Transporta-
tion provide DOD with a report on each inspection performed by FAA per-
sonnel and the status of corrective actions taken on each aircraft of an
air carrier under contract with pop for passenger charter airlift.

The Act provides that the Secretary of Defense may, after considering
recommendations by the Commercial Airlift Review Board, waive provi-
sions of section 1204 in an emergency. Also, the Secretary of Defense is
to prescribe the regulations needed to carry out section 1204 of the Act
not later than 120 days after enactment.

R
Conclusions

The DOD report on passenger airlift policies and procedures contains a
number of observations on DOD passenger airlift that are similar to our
own and that point to a need for improved controls over commercial
passenger airlift operations. The report also contains a number of rec-
ommendations to improve Dob commercial passenger airlift procurement
and oversight. We believe that the report and many of its recommenda-
tions, if adequately implemented, will help improve DOD’s commercial
airlift operations. To help achieve optimum results from the study and
its recommendations, DOD needs to (1) establish workable implementa-
tion plans, (2) commit the personnel and other resources required to
implement the recommendations, and (3) periodically assess and report
on the progress being made in implementing the recommendations.

We recognize that the establishment of the requirement of 12 months’
prior commercial service as a contractor selection criterion 1s an
improvement. However, we are concerned that 12 months of prior com-
mercial service may not provide sufficient data. DoD needs to study the
application of the 12-month criterion to determine if it is sufficient.

_
Recommendations

To help ensure optimum results from the Dop study and recommenda-
tions on commercial passenger airlift policies and procedures, we recom-
mend that the Secretary of Defense
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Agency Comments and
Our Evaluation

establish specific implementation plans for the recommendations in the
report,

commit the personnel and other resources required to implement the
recommendations,

direct the poD Inspector General to provide an independent assessment
of the implementation of the recommendations, and

evaluate, over time, whether 12 months of prior commercial service pro-
vides sufficient data to make effective evaluations of potential airlift
contractors’ performance.

DOD concurred with these recommendations, stating that it has planned
or has taken the following actions to implement the recommendations.

DpOD has provided guidelines and milestones to cognizant military depart-
ments to accomplish many of the recommendations in the DOD report.
Also, DOD is developing a new directive on commercial passenger airlift
management and quality control.

DOD is taking action to develop the Air Carrier Analysis Office at MAC
and to commit other resources needed to implement the recommenda-
tions in its report.

DOD has agreed to have the DOD Inspector General perform an assess-
ment of the implementation of the recommendations in its report. boD
noted that the Air Force Inspector General is already reviewing issues
associated with charter airlift.

DOD has also agreed to continue to evaluate whether 12 months of prior
commercial service provides sufficient data to make effective evalua-
tions of potential airlift contractors’ performance.
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Airport and in-flight security are important elements of air transporta-
tion safety. To assist DOD personnel in making travel arrangements, DOD
develops and publishes a listing of high threat areas. Also, MAC includes
reviews of airport security issues in its airfield surveys program.
According to FAA officials, the results of these DOD surveys have been
provided to FAA.

!Public Law 99-83, International Security and Development Cooperation

"Act of 1985, dated August 8, 1985, requires the Secretary of Transpor-
tation to cdnduct assessments of the security measures maintained at
foreign airports. In a separate procedure, FAA classifies foreign airports
based on the potential for terrorist activity at the airports. However,
FAA has not provided DOD or MAC with the results of the FAA airport
security assessments or the security classifications of the airports that
have been reviewed.

FAA regulations do not require that military charter operations comply
with FAA security measures. Further, FAA regulations do not require that
its security classifications of foreign airports be provided to DOD or to
DOD charter operators.

We believe that, to enhance air transportation security and safety, FAA
should provide DoD with the results of the FAA foreign airport security
evaluations and the security classifications Also, to provide a uniform
approach to airport security, FAA should change its regulations to
require that military charter operators have an approved security oper-
ations plan. Further, FAA should change its regulations to require that
DOD and DOD charter operators be provided with the classifications of
foreign airports and the security measures these operators must take at
these airports.

MAC contracts include a clause stating that the contractor shall establish
a program to apprise its air crews of safeguards against and guidance to
cope with acts of unlawful seizure of aircraft. However, MTMC transpor-
tation agreements contain no such airline security clauses. Also, even
though MAC contracts include airline passenger security clauses, the air-
hift capability survey does not include an evaluation of airline passenger
security programs. We believe that, to improve military charter pas-
senger security, MTMC should include passenger security clauses in its
transportation agreements. Also, MAC should include evaluations of
potential airlift contractors’ passenger security programs in its airlift
capability survey program
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Air travel poses unique security problems. DOD and FAA have responded
to these problems. Considering the potential terrorist threat at various
locations, DOD has published lists of high risk countries, while FAA pro~
vides security classifications of foreign airports. However, because there
is no coordination of these efforts, it is possible for FAA to classify an
airport as having a high risk of terrorist activity in a country that pop
has not classified as a *high risk’ country. boD’s access to the FAA’s for-
eign airport security evaluations and FAA’s foreign airport security clas-
sifications could result in more complete DOD personnel travel advisories.
MAC's access to the evaluations and classifications could improve MAC's
own airport evaluation program, which includes some coverage of air-
port security issues.

DOD and MAC Air
Transportation Security
Measures

To assist DOD personnel in making travel arrangements, DOD establishes
lists of high threat countries. DOD travel security policy states that,
when official business requires travel to high risk areas, pop personnel
and their dependents should be briefed on precautionary measures. The
policy also states that travel should be accomplished by military air or
MAC charters to the maximum extent possible. The use of foreign flag
airlines and/or indirect routings is authorized in an effort to avoid high
risk airports.

MAC surveys airports to determine whether their runways and taxiways
can support MAC niilitary aircraft. Other areas and services surveyed are
weather and cormmunication facilities, ground transportation, fuel sup-
plies, and the nearest FaA facilities. These surveys also include 14 ques-
tions on security issues such as (1) armed guard patrol, (2) lighting of
aircraft parking areas, (3) restricted access to the flight line, and (4)
security checks of passengers. Before actual operations at an airfield
begin, the survey is checked to determine if deficiencies exist. If, for
example, a deficiency in security is found, additional personnel and/or
equipment may be used to support security requirements for military
aircraft.

FAA Airport Security
Evaluations and
Classifications Should Be
Coordinated With DOD

Public Law 99-83, International Security and Development Cooperation
Act of 1985, dated August 8, 1985, requires the Secretary of Transpor-
tation to conduct assessments of the effectiveness of security measures
maintained at foreign airports. If the Secretary of Transportation finds
that certain airports do not meet standards and take no action to
improve the situation, then the Secretary may, according to the Act,
withhold, revoke, or impose conditions on the operating authority of an
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airline to use those airports. According to FAA officials, there are about
180 foreign airports that are served by U.S. airlines or are the last point
of departure to the United States by a foreign airline and subject to the
assessment program required by Public Law 99-83. FAA completed com-
prehensive assessments of 50 of these airports in 1986 and planned
more assessments in 1986

In a separate assessment, certain foreign airports are classified as
having a higher risk of terrorist activity than others. The resulting clas-
sifications are used to inform air carriers of the security procedures
they must follow. For example, at several foreign airports airlines are
required to implement “enhanced’” secunty procedures that are more
stringent than those required at other airports. Also, at several other
airports, airlines are required to take even more stringent, ‘“‘extraordi-
nary’’ security measures.

FAA has not provided DOD with the security assessments required by
Public Law 99-83 or its separate security classifications of foreign air-
ports. FAA officials said that the results were not provided to DOD
because all the airports assessed met the minimum standards prescribed
in Public Law 99-83. Also, FAA has not shared its security classifications
with DOD because FAA believes DOD may have better information. How-
ever, it is an FAA responsibility to interpret security information and
classify foreign airports. Accordingly, FAA should share its foreign air-
port assessments and security classifications with DOD because FAA has
primary responsibility for air passenger safety and security.

R

FAA Should Change Its
Security Regulations

FAA airline security regulations do not cover DOD charter operations.
FAA'S security regulations prescribe aviation security rules for scheduled
arrline operations and public charter operations. The regulations require
the development and approval of airline security programs for (1)
screening passengers, (2) monitoring the carrying of weapons aboard
aircraft, (3) providing security for airplanes and facilities, (4)
responding to bomb or air piracy threats, (5) using X-ray systems on
carry-on baggage, and (6) training crew members on emergency proce-
dures for hijacking or other unusual situations. DOD charter contractors
are not required to comply with the regulations when conducting pob
charters because the regulations define military charters as private
charters. In the interests of promoting consistent air transportation
security and safety for DOD air passengers, FAA should change its regula-
tions to require that DoD charter contractors follow FAA security proce-
dures that could be tailored to U.S. military requirements where
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Contract Security
Provisions Need to Be
Strengthened

necessary. Further, we believe that FAA should provide DOD charter oper-
ators with information on the classifications of foreign airports and
require them to take prescribed security measures when using those
airports.

FAA officials did not know whether MAC imposed any security require-
ments on its charter contractors. FAA's lack of knowledge about MAC’s
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security programs may stem from the limited communication between
FAA and DOD discussed in chapter 3 and the fact that FAA’s security regu-
lations do not cover DOD’s charter operations. MAC's contracts with airlift
operators generally provide some coverage of airport and in-flight
security considerations. However, MTMC's transportation agreements
contain no similar provisions. Also, while MAC's contracts do contain pro-
visions for airport and in-flight security, the airlift capability surveys do
not cover evaluations of potential airlift contractors’ security programs.

The general operational requirements sections of MAC’s airlift contracts
contain the following air transportation security clause.

“The Contractor, 1n performance of this contract, shall establish a program to
apprise 1ts aircrews of safeguards against, and guidance to cope with, acts of
unlawful seizure of aircraft As a minimum, this program will include the provisions
of SECTION B, paragraph 6-37, MACR 70-1. At commercial stations, the Contractor
will adopt and use a screening system to prevent and deter the introduction or car-
riage aboard aircraft of sabotage devices or weapons by passengers, in baggage or
otherwise. Contractor will also establish procedures for off-loading baggage of gate
‘No Show’ passengers at commercial stations unless a predeparture customs check
of this baggage has been made, additionally, Contractor will establish procedures to
cope with bomb threats or other actions which would jeopardize safety of a mission
Copies of the Contractor's program will be furnished to the Contracting Officer
upon his request "’

MAC Regulation 70-1, “Contract Airlift Management, Civil Air Carriers,”
dated November 8, 1985, cited in the above clause, provides MAC policy
guidance on unlawful seizure of MAC contractor aircraft. The policy guid-
ance outlines prevention procedures to be used at military bases and
prevention procedures contractors should use at commercial airports.
The policy guidance also outlines procedures for ground and in-fhight
resistance to any hijacking attempt. MTMC’s air transportation agree-
ments do not have security clauses. To help ensure air transportation
security and safety, we believe that MT™C should include security
clauses in its transportation agreements.
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MAC's contracts and policies place security responsibilities with airlift
contractors. However, MAC’s airlift capability survey criteria do not spe-
cifically require the MAC survey teams to review a potential airlift con-
tractor’s airport and in-flight security programs and procedures. The
survey criteria task the survey team to ask questions about a potential
contractor’s actions in obtaining security clearances for its personnel.
However, no survey questions or procedures are directed at evaluating
the contractor’s airport and in-flight security programs. To strengthen
the airlift capability survey process and help ensure air transportation
security and safety, MAC should include evaluations of a potential airlift
contractor’s airport and in-flight security programs and procedures in
1ts airhft capability surveys. These programs should also be reviewed
during resurveys.

I
Conclusions

Airport and in-flight security are important elements in a complete air
transportation safety program. To assist DOD personnel 1n making travel
arrangements, DOD develops and publishes a listing of high threat areas.
Also, MAC includes reviews of airport security issues in 1ts airfield
survey program. Public Law 99-83 requires DOT assessments of security
at foreign airports. However, FAA has not provided poD with the results
of the assessments or 1ts separate security classifications of foreign air-
ports. Also, FAA regulations do not require that military charter opera-
tions comply with FAA security procedures tailored to military
requirements or that FAA provide military charter operators with for-
eign airport security classifications and required security measures to be
taken

MAC contracts include clauses on airport and in-flight security require-
ments and procedures that place certain responsibilities for security
with airlift contractors. MTMC does not have these clauses 1n 1ts transpor-
tation agreements. Also, MAC's airlift capability survey program does not
include evaluations of contractors’ airport and in-flight security pro-
grams even though MAC contracts require these programs.

. =
Recommendations

To help ensure air transportation security on military charters, we are
making the following recommendations.

The Secretary of Transportation should direct the Administrator of FAA

to provide FAA’s foreign airport security assessments and airport
security classifications to pop.
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The Secretary of Defense should provide these foreign airport security
assessments and security classifications to the military departments and
commands responsible for personnel air transportation security and
safety.

The Secretary of Transportation should direct the Administrator of Faa
to change FAA's security regulations to (1) require that DoD’s charter con-
tractors follow FAA security procedures tailored to military requirements
where necessary and (2) require that FAA provide DOD’s charter opera-
tors with information on the classifications of foreign airports and the
security measures required.

The Secretary of Defense should direct the Commander of MTMC to
include airport and in-flight security clauses in MTMC’s transportation
agreements and monitor the implementation of those clauses.

The Secretary of Defense should also direct the Coramander of MAC to
provide for evaluation of contractors’ airport and in-flight security pro-
grams during the airlift capability surveys.

. m
Agency Comments and

Our Evaluation

DOT agreed with our recommendation that FAA provide pop with the
results of the FAA foreign airport assessments and airport classifications
DOT was concerned that DOD would require substantial additional
resources to review the many foreign airport assessments produced
annually. bor further commented that FAA, through its DOD liaison
officer, will discuss the public security benefits that may be realized by
the sharing of pertinent information with pop. We believe that one topic
for discussion should be how to summarize the data for poD’s use so that
additional DOD review resources would not be required.

DOT also commented that threat classifications are assigned by FAA to
foreign airports using information gathered by a variety of U.S. intelli-
gence sources, including pob. Therefore, DOT believes it may be some-
what redundant to provide the foreign airport classifications to ponp. We
did not evaluate how FAA and DOD gather their security data on foreign
airports or which organization may have the best data. Our point 1s that
FAA uses its data to classify the potential terrorist activity at foreign
airports and to instruct airlines on what security methods must be fol-
lowed under the circumstances. If DOD had these classifications, it might
help DOD carry out 1ts responsibilities for air passenger security and
safety FAA agreed to discuss the sharing of this information with DOD.

DOT did not fully agree with our recommendation that FAA be directed to

change its security regulations to require that pob charter contractors
follow FAA security procedures tailored to military requirements where
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necessary. DOT believes that having security clauses in DOD’s transporta-
tion agreements would correct any current weaknesses. However, FaA is
responsible for regulating air commerce in ways that best promote its
development and safety. Ensuring airport and in-flight security is part
of FAA’s safety mission. FAA has developed regulations for airport and in-
flight security for most of the air transportation industry. We believe
that to promote a consistent application of security standards in the air
transportation industry, FAA should change its regulations to include pob
charter operations. DOD agencies could then enhance these standards,
where necessary, through contract clauses. DOT agreed that FAA could
discuss security measures required for certain foreign airports with
pOD’s charter operators.

DOD agrees that airport security is an important element 1n transporta-
tion safety. DOD commented that, given the importance of this issue, DoOD,
through enhanced liaison with FAA, will ask to be informed of airport
security evaluations and classifications applicable to DOD’s passenger
and charter operations. DOD also commented that MTMC has reviewed the
security clauses in MAC’s contracts and will use them as a guide when
revising the MATAs. DOD further commented that airhift contractors’
security programs should be evaluated during the capability survey
process.
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Arrow Air, Inc., and the Crash of Arrow

Air N950JW

Air Crash Still Under
Investigation

On December 12, 1985, an Arrow Air DC-8 aircraft chartered to the MFO
crashed and burned at Gander, Newfoundland, Canada. The crash took
the lives of 248 military personnel from the 101st Airborne Division,
Fort Campbell, Kentucky, and 8 Arrow Air crew members. This chapter
discusses the crash, the airplane that crashed, and the company that
operated the airplane, Arrow Air, Inc.

On December 12, 1985, an Arrow Air McDonnell Douglas DC-8-63
crashed and burned shortly after takeoff from Gander, Newfoundland,
Canada, where it had stopped to refuel. The aircraft was on charter
flight MFO-1285R for the MFo from Cairo, Egypt, to Fort Campbell, Ken-
tucky, via Cologne, West Germany, and Gander. (See figure 6.1.) The
Canadian Awviation Safety Board (casB) is directing the ongoing investi-
gation to determine the possible causes of the crash. The U.S National
Transportation Safety Board (NTSB) is participating in the investigation.
According to NTSB officials, the Canadians are evaluating several issues
associated with the crash, including the plane’s loaded weight and bal-
ance, the possible influence of ice on the aircraft, and other 1ssues. NTSB
officials told us that the CASB investigation was still ongoing during Feb-
ruary 1987.

Crash Details in Brief

During April 1986 the casB held hearings in Ottawa, Canada. During the
hearings, the following data on the crash were discussed. The Arrow Air
DC-8 was operating on an international charter flight for the Mro. The
aircraft was transporting 248 troops of the 101st Airborne Division and
8 crew members and their personal effects from Cairo, Egypt, to Fort
Campbell, Kentucky, via Cologne, West Germany, and Gander, New-
foundland. The aircraft departed Cairo on December 11 and arrived in
Cologne approximately 5 hours later on December 12, 1985. A crew
change took place at Cologne. The new crew was the same crew that had
flown the aircraft (N950JW) the previous day from McChord Air Force
Base in Tacoma, Washington, to Cologne, Germany. The aircraft
departed Cologne and arrived at Gander on December 12, 1985, for what
was a planned technical stop. The aircraft was on the ground at Gander
for just over an hour. During that time the aircraft was refueled and
serviced. The aircraft was not deiced, nor was this service requested by
the flight crew.
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Following refueling and other procedures, the aircraft taxied for depar-

ture on runway 22 at Gander airport. Witnesses reported that the air-
craft hfted off runway 22 but that no annreciable altitude gain took
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place The aircraft was observed to cross the Trans-Canada Highway,
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altitude, and to continue to descend until it crashed and burned.

According to casB investigators, an analysis of the information gathered
indicated that the aircraft’s acceleration to takeoif speed on the accident
flight had been normal. However, according to casB investigators,
shortly after takeoff, the performance of the aircraft deviated signifi-
cantly from the norm. Little altitude gain took place, and after appar-
ently achieving a peak speed of just over 170 knots (196 miles per hour),
the airspeed decreased until the aircraft stalled and then descended into
the trees and crashed.

During the hearings, a cAsB investigator stated that the aircraft prob-
ably had not climbed more than 150 feet. He also stated that, along with
this very limited altitude gain, airspeed apparently had increased only

mardinally ahava the talkanff sneed and tharoaaftar doarranced Thao invac-
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tigators believe that such a degradation in performance requires either a
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significant increase in drag or a significant decrease in thrust with asso-
ciated decrease in aircraft lift. The precise identification of the degrada-
tion in takeoff performance that occurred is hampered due to the small
quantity and poor quality of information available from the flight data
recorder, which was not working properly, and the lack of information
available from the cockpit voice recorder.

Possible Causes of the
Crash Still Being
Investigated by CASB

Aircraft Load Weight
Underestimated

CASB is still investigating the possible causes of the crash. Issues that
CASB is still reviewing include the aircraft’s loaded weight, the possibility
of ice on the wings, and the aircraft’s maintenance record.

CASB investigators have estimated that the actual takeoff weight of the
aircraft was about 12,000 pounds in excess of the crew-calculated
weight. As a result, takeoff speeds, on which takeoff performance 1s
predicated, might have been lower than optimum, according to cAsB
investigators.

Accurate aircraft weight and balance data are needed to determine
takeoff and landing performance factors. In a February 14, 1986, safety
recommendation resulting from the crash investigation, NTSB stated that
the flight crew of the plane that crashed had used an adjusted weight-
units loading system that indicated a weight estimate of 42,5600 pounds
for a planned load of 250 passengers The 42,5600-pound estimate was
then entered on the crashed aircraft’s load sheet. According to NTSB, the
42,500 pounds represented a standard average weight per passenger of
170 pounds including carry-on baggage. NTSB stated that the investiga-
tion had revealed that the standard average passenger weight of 170
pounds used by the flight crew of the crashed aircraft was considerably
lower than the actual weight of the passengers and carry-on baggage. In
supporting this conclusion, NTSB provided the following data:

“1. From U.S. Army records, it was determined that the average weight of the pas-
sengers (without uniform) was about 164 pounds

*“2. The carry-on baggage carried on the accident airplane nearly filled the baggage
holds of the two Boeing 737 airplanes used to shuttle the troops from their base in
the Sina1 Desert to Cairo, where they boarded N950JW

“3 N950JW transported a group of soldiers from the United States to Cairo on
December 10-11, 1985. The U.S Army determined that the actual weight of the pas-
sengers and carry-on baggage of that flight was 54,726 pounds, or about 219 pounds
average weight per passenger These troops were of comparable age and size to
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Effects of Possible Icing Still Being
Investigated

those aboard the accident flight. It was not established whether that weight infor-
mation was given to the flightcrew

**4. Witnesses have stated that the amount of carry-on baggage on flight MF128R
from Cairo exceeded the amount on the inbound flight to Cairo, presumably because
the passengers were required to wear civilian clothes upon departure from Cairo
and they carried aboard their field uniform (fatigues, heimet, boots, weapon, etc )
Witnesses also have stated that, during the stop at Gander, additional carry-on
items were purchased ”

NTSB's safety recommendation also stated that the U.S. Army had esti-
mated the weight of each passenger departing from Cairo on Arrow Air
flight MFO-1285R as 210 pounds, including passenger carry-on baggage.
Investigators were not able to locate the actual documentation on pas-
senger weights provided to the flight crew in Cairo before the departure
of N950JW on flight MFO-1285R. The CASB investigator estimated that
the actual weight of each passenger carried on the flight was at least
220 pounds, including carry-on baggage. According to NTSB this weight
estimate results in a total passenger weight estimate of 54,560 pounds at
Cairo, Cologne, and Gander, or about 12,000 pounds more than the pas-
senger takeoff weight used by the flight crew. Also, according to NTSB
the 12,000-pound excess is based solely on revisions to passenger and
carry-on baggage weight figures and does not consider possible errors
involving the weight of baggage carried in the cargo holds.

The NTSB safety recommendation stated that the investigation had not
yet reached definitive conclusions regarding the effects of the weight
discrepancies on the takeoff performance of N950JW or their relation-
ship to the causes of the accident. However, NTSB did state that obvious
performance penalties and safety issues are involved in operating air-
craft with inaccurate passenger weight determinations. NTSB also stated
its concern that flight crews of other aircraft on which passenger loads
are not representative of the standard average weight may not be using
correct passenger weight figures. NTSB recommended that FAA:

“Issue an Air Carrier Operations Bulletin to all Air Carrier Operations Inspectors
directing them to (1) review the operations specifications and associated opera-
tional documents for carriers under their jurisdiction to verify that the provisions
for use of actual weights, versus average weights, are complete and accurate, and
clearly understood, and (2) reemphasize to each air carrier the need to use actual
weights for passengers 1f the passenger complement dictates.”

During the hearings a CASB investigator stated that conditions during the
time the aircraft had been on the ground in Gander might have been
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Effects of Possible Maintenance
Problems Still Being Investigated

Arrow Air N950JW
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conducive to the formation of ice or frost on the WIngs. nuwcvcx,
according to CASB mvestlgators, there is no direct evidence to prove this
theory. According to these investigators, the flight path and profile of
the aircraft are consistent with the performance degradation that could
occur as a result of ice contamination of the wings. The CASB is still
investigating the possibility of icing.

According to CASB investigators, there seem to have been some problems
with the aircraft’s hydraulic system. Arrow Air’s maintenance log
records show that the hydraulic system had been serviced at least five
times or more during 1985. Some entries indicate that quantities of 4, 6,
and 12 quarts of fluid were added. According to CASB investigators, the
log indicates that the system was checked for leaks but none were

found.

During the hearings, CASB investigators discussed problems associated
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higher operating temperature and a lower RPM at ground impact on the
number 4 engme when compared to the other three (this was the engine
that was scheduled to be replaced), (2) one engine thrust reverser light

that was apparently occasionally iliuminating, and (3) reported ieakage
of the aircraft’s potable water system.

According to Faa, the Canadian Government obtained the maintenance
records for the aircraft to use in the accident investigation. An FaA
inspector assigned to the inspection team went to Canada to review the
records The inspector found that the records for several parts and com-
ponents installed on the aircraft were either incomplete or missing,
Some of the records indicated that several foreign parts (not approved
by FAA) had been installed on the aircraft. Also, a review of the aircraft

maintenance records in Canada showed that either Arrow Air or con-
tract personnel had taken maintenance action to correct chronic

hydrauhc problems on the aircraft. However, according to raa, the

actiong takan did not annear to have corrected the nrohlama FA A
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expects that a review of the aircraft’s maintenance problems will be
A

. in tha final annidant rann~et
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The Arrow Air aircraft that crashed, N950JW, had serial number 46058
The aircraft was buiit as a passenger freighter series with a cargo fioor.

However, since the aircraft had no standard cargo door, it was primarily
used as a passenger aircraft The aircraft was about 16 years old which,
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according to MAC officials, is the useful life of a DC-8. However, MaC offi-
cials also told us that the useful life of DC-8 aircraft was extended when
the manufacturer demonstrated to FAA that the aircraft type shouid last
longer. Flying hours on the aircraft as of September 30, 1985, totaled
50,647. The aircraft had 15,5562 landings. Table 6.1 shows the opera-
tional history of the aircraft.

Table 6.1: Operational History of
N950JW

Arrow Air

Years Company

1969-74 Eastern

1974 UTA (French)

1974 Air International
197475 UTA i
1975-76 Air Afnique

1976-81 UTA

1981 international Air Leases
1981-83 Capitol International
1983-84 International Air Leases
1984-85 Arrow Air

The aircraft was part of the CRAF program while it was with Eastern
Airlines. However, it had not recently been a part of the CRAF program.
MAC did, however, use the aircraft 54 times in fiscal year 1985 and 8
times in fiscal year 1986. MTMC used the aircraft five times during cal-
endar year 1986.

In May 1981, Arrow Air began operations as a charter cargo airline
flying 707 aircraft. After beginning cargo services, Arrow Air moved
into the passenger charter market when additional 707 aircraft became
available. Arrow became a part of CRAF in 1981. Arrow Air also
expanded its commercial charter service during the winter months of
1981 and 1982 to include flights from the East Coast to destinations in
the Caribbean, Mexico, and Peru. Arrow later sent commercial charters
to the South Pacific from the Midwest and the West Coast. Commercial
charter services were further expanded to include flights from New
York and Miami to Europe. Regularly scheduled commercial passenger
service was started in July 1982. A review of Arrow Air’s operations
prior to the award of fiscal year 1986 contracts shows that Arrow Air’s
DOD revenues were 25 percent of total revenue. Arrow Air’s aircraft
fleet as of January 1986 is shown in table 6.2.
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Table 6.2: Arrow’s Aircraft Fleet as of
January 1886

Type/Model Number
DC-8-55 1
DC-8-62 8
DC-8-63 2
DC-10 1
B-727 3
8-707 1
Total 16

According to MAC officials, Arrow Air had had no military charter acci-
dents prior to the crash of the Arrow Air DC-8 at Gander.

MAC’s Experience With
Arrow Air

MAC has surveyed Arrow Air operations several times. The results of
these surveys, which were conducted to evaluate contract compliance
and passenger complaints, are outlined below.

On May 27, 28, and 29, 1981, MAC performed the initial pre-award
survey on Arrow Air for entry into CRAF. According to DOD, the survey
indicated that Arrow Air’'s performance was satisfactory.

On April 6 and 7, 1983, a resurvey was done because of complaints from
passengers and en route MAC personnel. The complaints were about bad
service and dirty aircraft. According to DOD, Arrow Air corrected the
service problems and cleaned the aircraft.

On July 1, 1983, Arrow Air was surveyed to determine the number of
available crews for CRAF aircraft. Arrow Air did not have the number of
crews available to support the number of aircraft offered to the CRAF
program. According to MAC officials, Arrow Air hired and trained a suf-
ficient number of crews to meet the CRAF requirement of four crews per
aircraft.

On April 19, 1984, Arrow Air was surveyed to determine the actual
number of cargo conversion kits available. MAC found that Arrow Air
had a satisfactory number of Kits available to fulfill Arrow Air’s CRAF
requirements.

On February 14, 15, and 16, 1985, MAC and MTMC participated in a joint
survey of Arrow Air’s operations. The survey revealed that Arrow Air
had problems with its DC-10 aircraft, including dirty interiors and torn
seats. According to MAC officials, Arrow Air refurbished the interiors of
both aircraft.
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MTMC’s Experience
With Arrow Air

According to MTMC officials, Arrow Air began passenger charters for
MTMC during 1982. On March 6, 1984, MTMC placed Arrow Air on a 30-
day probation. The reasons for the probation were that Arrow had
experienced two delays on December 1983 MTMC charters of 2 hours and
43 hours, respectively. Then, on October 17, 1984, MTMC disqualified
Arrow Air from MTMC charters for 90 days with an additional 120 days’
probation. According to MTMC, the reasons for these actions were other
delays, faulty refrigeration and air conditioning, broken seats, and dirty
lavatories. According to DoOD, MTMC has taken similar actions with other
airlines.

‘“
Recent FAA Experience
With Arrow Air

The Faa had conducted a number of surveillances of Arrow Air’s opera-
tions in 1984, 1986, and 1986. These include (1) the National Air Trans-
portation Inspection Phase I and Phase II operations conducted in 1984,
(2) over 200 routine surveillance activities and a fine of $34,000 in
1985, and (3) an in-depth inspection in 1986.

National Air Transportation
Inspections

In February 1984, the Secretary of Transportation directed FAA to con-
duct a nationwide inspection of the safety of the air transportation
industry. The 1nspection was called the National Air Transportation
Inspection (NATI) and was conducted in two phases. Arrow Air was 1 of
327 air carriers evaluated by FAA during NaTI Phase I, conducted 1n the
spring of 1984. FAA used Phase I results to assess how well the airline
industry was complying with FAA regulations and to select airlines
requiring further investigation in a more in-depth Phase II inspection.
Arrow Air was 1 of 43 airlines selected for a Phase Il inspection, which
was conducted in March of 1984,

According to FAA, the NATI Phase 11 inspection of Arrow Air discovered
26 problems involving operations specifications, company manuals,
training records, passenger briefing cards, minimum equipment lists,
defective seat cushions, aircraft weight and balance, maintenance
training, maintenance records, tools and special equipment, maintenance
inspection programs, and contract maintenance. According to Faa, all
the irregularities found by FAA were corrected by Arrow Air by Sep-
tember 18, 1984.

Surveillance Actjvities in
1985

During 1985, FAA performed various surveillance activities on Arrow
Air about 220 times These activities included reviews of minimum
equipment lists, dispatcher training, fhight attendant manuals, pilot
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flight time, and inspection of Arrow Air’s aircraft. In June 1985, Arrow
Air was assessed $34,000 in civil penalties as a settlement of out-
standing FAA enforcement actions against the airline. Civil penalties
against other airlines have been higher.

FAA'’s In-Depth Inspection
in 1986

Following the crash of an Arrow Air aircraft at Gander, Newfoundland,
the Secretary of Transportation announced on January 14, 1986, that
FAA’s National Aviation Safety Inspection Program would include in-
depth inspections of military charter airlines. Arrow Air was the first
arrline scheduled for inspection. According to FAA, the in-depth inspec-
tion of Arrow Air, which was completed on February 21, 1986, discov-
ered 49 irregularities involving operations specifications, company
manuals, training programs, records systems, dispatch and flight
release, minimum equipment lists, aircraft weight and balance, compli-
ance with airworthiness directives, maintenance reliability programs,
maintenance inspection systems, fueling and servicing, and deferred
maintenance items.

Use of Unapproved Parts

Agency Comments

In February 1986, Arrow Air grounded 10 of its aircraft after 1t was
notified by FAA that the aircraft contained numerous unapproved parts.
The parts were of original U.S. manufacture However, they had been
obtained from a foreign source that could not demonstrate compliance
with FAA standards FAA noted that Arrow Air's corrective action in
grounding a portion of its fleet because of foreign parts is an example of
the effectiveness of FAA’s surveillance efforts.

poD concurred with the facts presented in this chapter and stated that
the Arrow Air crash at Gander is still being investigated by the CASB.
The State Department provided a technical comment correcting the
flight number of the Arrow Air aircraft that crashed.
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Request Letter

MARK O MATHILD OREGON CHAINMAN
TID STEVENS ALABK, JOMN C STENNIS MHSBISSIPRY
WAL D WeICHIA s COMMECTICUT  ROBEAT C BYRD, WEST VIRGINIA
SAMES A MKCLURE 1DANO WILLIAM PROXMIRE WISCONSHN
PAUL LANALY NEVADA DAMEL K INOUYE HAWAII
JAXE GARN UTAM ERNEST F HOLLINGS BOUTH CAROLINA »
THAD COCHRAN MISSISSIPPY LAWTON CHILES FLORIDA ﬁn‘tz tat[ 5 matt
a ANOREWS NORTH DAXOTA 1 SEMETY JOHNETON LOUIBIANA

S ADDNOR. SOUTH DAKOTA QUENTIN N BURDICK NORTH DAKOTA
AR W KABTIN 0n WINCONGM  PATNCK J LEANY VERMON COMMITTEE ON APPROPRIATIONS
ALPONSE M D AMATO WEW YORK 0 SASSER TENNESSEE
MACK MATTINGLY GEORGIA DEMNIS DECONCHNI ARIZONA WASHINGTON, DC 20610
WAARIN RUDMAN NEW HAMBSHINE OALE BUMPERS ARKANSAS
ARLEN BPECTER, PENNSYLVAMIA FRANK A LAUTENBERG NEW JERSEY
PATEV DOMENICI MEW MEXICO TOM HARKIN 1OWA
e xmwwor STASF DIRECTOR
FRANCIS J SULLIVAN MINONITY STAFF DIRECTOR

December 13, 1985

The Honorable Charles A. Bowsher
Comptroller General of the United States
441 G Street

Washington, D. C. 20548

Dear Mr. Bowsher

As you know, the casualties on Thursday’s Arrow A1lr
crash were all members of the 10lst Air Assault Division based

outside Clarksville, Tennessee. Since many of the soldiers’
fami1lies live 1n Tennessee, we are, of course, very concerned
with getting the facts surrounding the crash. In addition, we

believe the i1ncident raises a number of 1ssues regarding the
adequacy of Air Force safety reviews and contract
administration of charter carriers.

Therefore, we request the General Accounting Office
to 1nitiate an 1nvestigation into the policy of the Department
of Defense to contract with commercial charter airlines for
most personnel and dependent travel. Specifically, we request
GAO to review the causes of the most recent i1ncident 1involving
Ft. Campbell soldiers.

In addition, the GAO should review all Air Force
regulations regarding the utilization of contract airlines, as
well as review each commercial charter contract in force. We
would ask that the report detail the responsibilities of, and
actions by, the Military Airlift Command to assure that all
civilian and mi1litary regulations are being complied with.
Finally, the report should address the adequacy of Air Force
contract administration and safety and security reviews.

Thank you for your consideration of this request

2: Sincerely,
i w A"
1m Sass Albert Gore

nited States Senator United States Senator

Page 76 GAO/NSIAD-87-67 Military Airlift




Appendix 11

A~ o LY~ +han 1
wj.lllllclllb £ rom une LJCpuLy £1.901

MNManriitcr A ao rwt:r\wﬁl-

v

A N\

Secretary of Defense (Logistics)

‘M\ THE OFFICE OF THE ASSISTANT SECRETARY OF DEFENSE
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o J WASHINGTON DC 20301-8000
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LUSISTICD

L/TP ‘10 DEC 1988

Mr. Frank C. Conahan

Director, National Security and
International Affairs Division

U.S. General Accounting Office

Washington, D.C. 20548

Dear Mr. Conahan:

This 18 the Department of Defense (DoD) response to the
September 29, 1986, General Accounting Office (GAQO) draft report,
*MILITARY AIRLIFT: Management Controls Over Chartered Airlift
Need To Be Strengthened" (GAO Code 392197 - OSD Case No 7054-A).
The Department concurs 1in principle with the conclusions of the
draft report.

The Department is the single largest customer of the U.S.
civil airline industry and has an abiding responsibility to
provide safe and quality airlift for military personnel and their
families. Over the past year, great interest has been focused on
the procedures and policies governing DoD-arranged airlift., The
Department appreciates the interest of the GAO in this 1mportant
matter and notes that the GAO draft report closely follows the
conclusions and recommendations contained 1n the DoD Passenger
Airlift Policies and Procedures Review, published earlier this
year. The Department 13 implementing the recommendations in the
Passenger Airlift Review and will take necessary action to
incorporate the findings and suggestions in the GAO draft report
in the i1mplementation plan.

The detailed DoD comments on each of the findings and
recommendations contained in the report are provided in the
enclosure.

Sincerely,

ME%E?;e N. Shriber

Deputy Assistant Secretary of Defense
(Logistics)

Enclosure
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Now on pp 2, 10-16.

GAO DRAFT REPORT - DATED SEPTEMBER 29, 1986
(GAO CODE 392197) OSD CASE 7054-A

“MILITARY AIRLIFT: MANAGEMENT CONTROLS OVER
CHARTER AIRLIFT NEED TO BE STRENGTHENED"

DEPARTMENT OF DEPENSE COMMENTS

X * k h K

FINDINGS

FINDING A: Charter of Aircraft. The GAO found that 1in

wartime, the Department of Defense (DoD) would rely on the
commercial aviation industry to provide about 95 percent of the
required passenger airlift and 25 percent of the required cargo
airlift. The GAO reported that in 1960, then President
Eisenhower approved a study, called The Role of Military Air
Transport Service in Peace and War, which encouraged the
development and use of the commercial airline industry. The GAO
noted that, according to the DoD, there are over 30 years of
clear and consistent guidance from the Congress and the Executive
Branch to maximize the use of available commercial passenger
airlift, 1In addition, the GAO reported that the DoD estimates it
is more economical to use commercial passenger aircraft.
According to the GAO, the DoD advised that, in exchange for
peacetime passenger and cargo airlift business, Civil Reserve AiLr
Fleet (CRAFP) participants obligate over 250 wide-body equivalent
aircraft for DoD use in wartime. The GAO observed that while the
Air Force owns a large fleet of airlift aircraft, these are
primarily configured for cargo, specialized missions, and pilot
training. The GAO reported that the two transportation agencies
responsible for charter operations are the Military Airlift
Command (MAC) and the Military Traffic Management Command (MTMC).
In contrast, the GAO found that the Multinational Force and
Obgservers (MFO) is an independent international organization,
responsible for supervising the Egyptian-Israeli Peace Treaty
dated March 26, 1979. The GAO found that it was the MFO that
chartered the Arrow Air DC-8 aircraft, which crashed at Gander,
Newfoundland, on December 12, 1985, with the loss of 248 members
of the 1018% Airborne Division and eight crew. The GAO observed
that the airlines and air taxi operators are primarily
responsible for maintaining safe operations and to obtain and
maintain their certificates, they must demonstrate they are
maintaining and operating with applicable Pederal Aviation
Administration (FAA) regulations. (p. 1, pp. 9-16/GAO Draft
Report)

DoD Response. Concur. Civil airlift augmentation is important
to the Department in peace and war. The Department cannot
adequately accomplish its total airlift responsibilities with
military organic resources. Within the DoD, the MAC and the MTMC
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are responsible for arranging charter passenger airlift. The
Department relies on the FAA 1n matters of federal air safety
policy and air carrier certification while maintaining an
independent oversight and surveillance capability.

PINDING B: DoD Reliance on the FPAA. The GAO observed that

the FAA is primarily responsible for establishing flight safety
regulations for the air transportation industry and for
monitoring airlines and air taxi operators to assure that they
follow the requlations. The GAQO reported that to carry out its
responsibilities, the FAA has established an oversight program,
which 1ncludes a variety of inspections for airlines and air taxi
operators. The GAO found that the DoD relies on FAA efforts to
monitor the air transportation industry. The GAO further found,
however, that due to a shortage of inspectors and other related
problems, the FPAA has experienced some difficulty in implementing
its oversight role. The GAO also found that the Federal
Acquisition Regulations (FAR) require that the DoD perform
evaluations of potential airlift contractors' capabilities to
meet safely specific and unique military air transportation
requirements and to monitor contract performance once the airlift
contractor begins operations for the DoD. The GAO concluded
that, even though the FAA 1s currently experiencing some problems
in fully implementing its oversight role, the DoD should not
assume or duplicate portions of the FAA role. The GAO concluded
that, 1nstead the FAA should resolve 1its problems, and the DoD
should continue to rely on the FAA as much as possible, so as to
Now on p 16. minimize duplication of effort. (pp. 15-18/GAO Draft Report)

DoD Response. Concur. The Department does not intend to
duplicate the role of the FAA in matters of air carrier
certification or aviation safety. Rather, the Department has an
abiding responsibility to provide safe and quality transportation
for DoD personnel. To enhance this effort, the Department has
taken measures to review air carrier performance and to structure
procurement mechanisms for selecting responsible air carriers to
gsatisfy DoD's transportation needs.

PINDING C: MAC Needs To Improve Its Contracting Airlift
Procedures By Improving Its Airlift Capability Surveys And
Financial Reviews. The GAO reported that international,

Alaskan, and domestic military charter operations (including air
taxis) expected to last more than 90 days are contracted by the
MAC. The GAO also found that, in accordance with the FAR,
preaward surveys are made to determine a potential contractor's
ability to perform, and that a contractor's logistics support and
marntenance activities are to be evaluated. The GAO also found
that MAC Regulation 70-1, dated November 8, 1985, regquires
on-site capability surveys for potential airline and air taxi
contractors to the DoD. The GAO noted that, at the time of 1its
on-site work, the MAC had four staff members available to do
surveys (now being increased to eight). The GAO found that the
surveys provide for discussions with FAA and contractor

personnel and review of pertinent records. They do not, however,
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Naw on pp. 20-22, 30

specifically require MAC personnel to (1) contact contractor
pilot, aircrew or maintenance personnel, (2) emphasize evaluation
of maintenance contractors, (3) obtain and review the operational
histories of offered aircraft, or (4) review the correction on
unsatisfactory MAC survey findings through a review of FAA
followup documentation. In addition, the GAO noted that MAC
regulation 70-1 states that the MAC will use the Defense Contract
Administration Services (DCAS) area offices to analyze a
potential contractor's financial capability. The GAO found no
uniform criteria for the financial evaluations by these offices.
The GAO found that the surveys could be improved if they
specifically provided for these inspection activities. The GAO
also concluded that the MAC should improve 1ts contractor
selection procedures by strengthening its airlift capability
survey process, including developing uniform criteria for
financial reviews of potential airlift contractors. Since FAA
has primary responsibility for inspecting airlines and air taxi
operators, the GAO concluded that, 1n order to minimize
duplication of effort, the MAC should coordinate its efforts to
improve its surveys with FAA. Finally, the GAO concluded that
improvements to MAC contract procedures could help assure flight
safety and enhance flight quality. (pp. 21-27, p. 40/GAO Draft
Report)

DoD Response. Partially Concur. As a result of the
recommendations in the DoD Passenger Airlift Policies and Review,
the Department has taken a number of steps to enhance the survey
and procurement responsibilities associated with commercial
airlift. The MAC survey team staff has been increased allowing
for more frequent and in~depth reviews., An Air Carrier Analysis
Office is being established at Scott AFB, Illinois to act as the
focus for analytical efforts relating to commercial airlift
operations. The combination of the enhanced survey staff and the
Carrier Analysis Office will result in improved oversight and
surveillance of the air carriers used by the Department. More
carrier aircraft will be inspected. However, the size and
complexity of air carrier operations inhibit survey and
inspection of each individual aircraft used in charter service by
the DoD. While the surveys will examine contract maintenance
operations, there are practical limitations to the survey process
given the extent of maintenance subcontract efforts. On the
other hand, programs such as the cockpit observer program offer
increased opportunities for dialogue with commercial aircrew
personnel, and improvements in liaison with the FAA will
facilitate improved flow of pertinent information. Use of the
DCAS, in conjunction with the analysis performed by the Carrier
Analysis Office, provides improved scrutiny over airline
financial matters. The DoD does not agree with surveying every
maintenance contractor or obtaining operational histories of all
offered aircraft. These are discussed in the DoD response to
Recommendation 1. Also, see response to Recommendation 2
concerning development of uniform survey for financial reviews of
potential airlift contractors.
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PINDING D: Need To Include Appropriate Safety Clauses And
Perform Airllft Capabllity Surveys for Foreign Contracts. The
GAO found that 1t is MAC policy not to include specific safety
clauses in contracts with seven foreign airlift contractors in
canada, Iceland, and Greenland. The GAO noted that, according to
a MAC official, these clauses are not included in such contracts
because of their sensitivity. The GAO found that the absence of
safety clauses may reduce the MAC options to suspend service when
the MAC suspects or has been 1nformed by the FAA or foreign
aviation authorities that flight safety 1s being compromised.

The GAO also noted that, according to MAC officials,
comprehensive on-site airlift capability surveys are not done on
foreign airlift contractors, again because of the sensitivities.
The GAO concluded that the MAC should be doing all it can to
promote flight safety and, therefore, the MAC should (1) include
appropriate safety clauses in 1ts contracts with foreign airlines
and (2) develop ways to obtain and evaluate information on the
capabilities and safety records of potential foreign airlift
contractors. The GAO noted that one way to accomplish the latter
would be for the MAC to obtain and evaluate FAA and foreign
aviation authorities' information on the operations and safety
Now on pp 22-23, 30. records of potential foreign airlift contractors. (pp. 28-29,

p. 40/GAO Draft Report)

DoD Response. Concur. The MAC is taking action to incorporate
appropriate safety clauses in contracts with foreign carriers
providing charter airlift services to the Department as current
contracts are renewed and as new contracts are established. The
first such contract was completed at the begining of FY 1987.

The Department agrees that the MAC should make every attempt to
obtain pertinent information on foreign carrier operations.

While practical difficulties exist 1n physical evaluation of
foreign air carrier operations, improved liaison with the FAA and
the creation of the Air Carrier Analysis Office should facilitate
greater scrutiny of foreign air carriers in addition to the U.S.
certificated airlines serving the Department.

PINDING E: Need To Incorporate Revised Passenger Weight
Criteria In Contracts. The GAO found that MAC contracts
provided that a standard body weight of 160 pounds will be used
for every passenger. (The GAQO noted, however, that the airlift
contractor could request actual weight at least eight hours
before a specific mission.) Also, according to the GAO, MAC
contracts provided a limit of 70 pounds per passenger of checked
baggage, but no provisions for weighing carry-on baggage. The
GAO found that, after the December 1985 Gander crash and a
National Transportation Safety Board (NTSB) February 1986
recommendation calling for FAA inspectors to review how airlines
figure airline passenger weight, the MAC 1ssued interim
instructions on planning factors for passenger weight, The GAO
noted, however, that these interim instructions also state the
preferred method of determining passenger welight continues to be
actual weights of passengers and baggage. The GAO concluded that
the Air Force should establish a permanent policy for the MAC
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Now on pp 26, 30

interim passenger and baggage weight criteria and, further, that
the MAC should inform existing contractors about the interim
weight criteria and include the criteria in its future contracts.
The GAO also concluded that the MAC needs to review the
application of the new criteria on airlift capability resurveys.
(pp. 30-33, p. 40/GAO Draft Report)

DoD Response. Concur. The Department promulgated standard
passenger and baggage weights in February 1986. Subsequently,
MAC contracts have incorporated these standards and the MTMC
Military Air Transportation Agreements (MATAS) are being revised
to reflect these criteria. Further, the FAA has advised air
carriers, in an 1ndustry wide notice, to use actual weights, or
adjusted average weights, in calculating weight and balance for
unusual passenger loads, such as those associated with the
movement of combat forces.

FINDING F: Need To Eliminate Waivers For Seat Spacing. The

GAO noted MAC contracts provide that the space between seat rows
on passenger aircraft be at least 34 inches. There is no
indication in the contract that this 34 inch seat spacing can be
waived. The GAO observed that adequate seat spacing 1s needed
for emergency evacuations and passenger comfort. The GAO found,
however, that MAC contracting officials sometime waived this
requirement when a contractor calls and indicates that a flight
could be delayed due to the need to change the seat spacing to
meet MAC minimums. The GAO reported that MAC officials
nonetheless stated that waivers for seat spacing should not be
allowed. The GAQO concluded that, to promote ease of evacuation
1n case of aircraft emergencies and passenger comfort, the MAC
should discontinue allowing waivers to its seat spacing rule.
(p. 23, p. 40/GAO Draft Report)

DoD Response. Partially Concur. The Department agrees that
safety considerations as well as passenger comfort dictate
compliance with the MAC 34 1nch seat space criteria. However,
the Department does not agree that the 34 inch standard must be
inviolate, Under extraordinary circumstances, competent
officials of the MAC should have the latitude to grant an
exception to the seat spacing criteria in cases where extreme
delay and discomfort to the passengers would result. Such
exceptions should only apply on a case-by-case basis and be fully
documented. Contract penalty should ensue in those cases where
an air carrier repeatedly fails to provide aircraft conforming to
the standards required in the contract.

FINDING G: MTMC Needs To Improve Its Management Of Airlift
Agreements. The GAO found that, as of March 1986, 23 of 66

MTMC charter airlines and 23 of 25 MTMC air taxi operators
(selected in a random sample) did not have airlift capability
surveys. The GAO noted that the MTMC has requested that the MAC
perform surveys on MTMC airlift and air taxi operators.
Furthermore, the GAO reported that the safety clauses in current
MTMC transportation agreements (MATAs) are not as specific as
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those in current MAC contracts. The GAO cited, for example, that
the MATAs do not specifically charge airlift contractors with
responsibility for flight safety. The GAO also found that the
MATAs sent to airlift contractors in May 1986 did not contain the
MAC interim weight criteria (1ssued in March 1986). Finally, the
GAO found that on two recent MTMC-arranged charters, the troop
baggage included hazardous material. The GAO concluded that MTMC
needs to improve its airlift procurement procedures. The GAO
observed that the MTMC needs to (1) ensure airlift capability
surveys are performed on the airlines and air taxi operators it
uses, (2) inform 1its carriers about the MAC interim passenger and
baggage weight criteria, and (3) revise the MATAs to include more
specific safety clauses such as those currently in MAC contracts.
The GAO also concluded that the MTMC needs to remind its
customers that hazardous material is not allowed aboard passenger
aircraft and to develop instructions on this, The GAO generally
observed that these improvements to MTMC airlift procurement
would help assure flight safety and enhance flight quality.

(p. 21, pp. 34-36, p. 40/GAQO Draft Report)

DoD Response. Concur. The MTMC Regulation 15-5 now contains
specific requirements for commercial carriers, which wish to bid
on DoD business, to first receive a MAC capability survey. Air
carriers approved for service prior to the revised MTMC policy
have been identified to the MAC, which has 1i1ncluded them 1n the
schedule of carriers requiring surveys. Both MAC and MTMC have
determined specific weights to be used by commercial air carriers
for weight and balance calculations. The MTMC transmitted these
standards to commercial air carriers via memorandum as well as to
military transportation officials in field activities. The MATA
18 being revised correspondingly. The Defense Traffic Management
Regulation prohibits movement of hazardous material on passenger
aircraft and the MTMC has reemphasized this matter to field
activities, It was addressed at the November 17-20, 1986, MTMC
Passenger and Personal Property Workshop. Finally, the MATAs
will be revised to incorporate safety clauses similar to those in
MAC contracts,

FINDING H: MFO Airlift Procurement Procedures And Monitoring

Of Contract Operations. The GAO reported that the MFO

contracts do not have to be with participating countries. The
GAO found, however, that after the initial deployment, the major
troop rotations to the Sinai have all been with U.S. CRAF
airlines. The GAO also found that the MFO does not do extensive
preaward surveys at contractor facilities--that instead the MFO
has relied on FAA 1inspection, regulation and certification as a
prime 1ndication in assessing safety of U.S. airlines. The GAO
noted that, according to the State Department, the MFO has
considered CRAF affiliation and related certification by the MAC
as evidence of satisfaction of MAC standards. The GAO also noted
that, according to the State Department, the MFO monitors
contract performance by observing contractor operations at
departure airfields, but does not do in-flight monitoring or
perform ramp inspections. The GAO reported that the Army has now
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decided that the MAC will arrange U.S. troop rotations to and
from the MFO. (pp. 36-40, pp. 51-52/GAO Draft Report)

DoD Response. Concur. The Department's policy for the movement
of U.S, forces to and from the Sinai calls for such movement to

be accomplished by airlift provided through the MAC. The MFO
reimburses the Department to the extent of costs associated with
commercial contract airlift.

FINDING I: To Improve Controls Over Charters, The MAC Needs To
Centrally Manage Its Ramp Inspection Program. The GAO found
that the MAC uses a variety of control procedures to monitor
airlift contractor performance. The GAO reported that one of
these procedures is to perform, on a monthly basis, ramp
inspections of 10 percent of each airlift contractor's aircraft
departing from seven MAC bases. The GAO noted, however, that 1in
FY 1985 about 78 percent of outbound passenger movements were
from commercial gateways, not from MAC bases, In addition, the
GAO found that a MAC ramp inspection was not specifically
required for substitute aircraft, nor does 1t cover MTMC
charters. The GAO also found that air taxi aircraft did not
undergo such inspection, despite MAC regulations requiring this.
The GAO observed that, following the crash at Gander, the MAC
increased inspections to 50 percent of departures from these
seven MAC bases. The GAO concluded that while the MAC ramp
inspection program has the potential to be an effective oversight
procedure, to reach that potential, the MAC should (1) provide
centralized management and evaluation of the ramp inspections,
(2) include ramp inspections for charter aircraft departures from
commercial airports, (3) target all aircraft not included in the
airlift capability surveys for ramp inspections, (4) expand the
program to include ramp inspections of MTMC charter aircraft, and
(5) develop a program to assure that ramp inspections are
performed on air taxi aircraft. The GAO also concluded that the
MAC should coordinate its efforts to improve its ramp inspection
program with the FAA (which also performs ramp i1nspections), to
minimize duplication of effort. The GAO observed that such
improvements in control procedures are needed and would help
assure flight safety and enhance flight quality. (pp. 44-49,

pP. 58/GAO Draft Report)

DoD Response., Partially Concur. The MAC has revised 1ts ramp
inspectfon procedures following the recommendations contained in
the DoD Passenger Airlift Policies and Procedures Review, with a
view to incorporating operations at selected commercial gateways
and MTMC charter airlift flights in this important element of the
Department's oversight and surveillance program., The FY 1987
National Defense Authorization Act contains explicit direction to
the Department to conduct such aircraft inspections and the
Department is taking appropriate action to structure an
inspection program consistent with these Congressional guidelines.
Creation of the Air Carrier Analysis Office will enhance the
MAC's capability to centrally manage and monitor the results and
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implications of the ramp inspection program within the context of
a comprehensive review of each air carrier. Even with this
increased oversight program, however, 1t may not be possible to
inspect each aircraft used in charter service. This is
particularly true for domestic operations, where short notice
requirements, large and varied carrier fleets inhibit inspection
scheduling. Despite these problems, given the clear
Congressional direction supportive of the Department's
initiatives, the inspection program will be tailored to achieve
optimum results.

FINDING J: The MAC Needs To Improve Customer Comment
Procedures. The GAO noted that the MAC provides customer

comment forms at terminals; however, the form does not ask any
specific questions about safety or services. The GAO found that
the current MAC practxce 18 to have DoD passengers submit the
form to local military representatives. The GAO concluded that
the MAC needs to provide an effective program to monitor customer
comments on the service provided by contractors., The GAO also
concluded that a more effective customer monitoring program would

result if a copy of the form were also sent to the MAC, and if
£l1iaht
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safety as well as service problems. (p. 49, p. 58/GAO Draft
Report)

DoD Response. Concur. A revised customer evaluation form has

been developed, which will standardize MAC and MTMC data elements
to facilitate improved and timely analysis. The data elements
focus the customer's attention on matters of safety and quality.

FINDING K: The MTMC Should Strengthen Its Monitoring Of

Charter Operations. The GAO also found that the MTMC uses a
variety of control procedures to monitor airlift contractor
performance. The GAO found that in-flight surveillance checks by
MTMC personnel offer an opportunity to evaluate an airlift
contractor's performance, but due to personnel shortages the MTMC
performed only four such checks on the 1089 flights arranged by
MTMC in FY 1985. The GAO also found that the MTMC uses a
andatory customer comments form. The GAO reported that,
according to MTMC officials, about 50,000 such forms are received
annually; however, due to personnel shortages, there is a five to
s1x month backlog of unprocessed forms. The GAO concluded that
the MTMC needs to evaluate the benefits of its in-flight
surveillance checks. The GAO further concluded that the MTMC
should consider alternative approaches to making its customer
comments system more timely. (pp. 50-51/GAQ Draft Report)

DoD Responge. Concur. The MTMC now has two Quality Assurance
Inspectors. They have been tasked to perform an annual in- flight
surveillance check on each carrier performing full plane charter
passenger airlift and to conduct surveillance checks on five
percent of all MTMC arranged passenger charters each year. The
frequency of 1nspections will be periodically reviewed to

determine 1f they adequately evaluate carrier performance. The
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MTMC 18 evaluating the feasibility of automating the processing
of customer evaluation forms to speed administrative processing
time and assist the Air Carrier Analysis Office.

PINDING L: Effective Communication Needed Between the FAA And
The DoD. The GAO found that the FAA and the DoD regulations,
which provide for communications between the agencies, are not
being effectively followed. The GAO found examples of lack of
communication between the FAA and MAC, which have resulted in the
DoD not being informed of a number of actions the FAA has taken
against MAC contractors. The GAO cited, for example, that the
FAA did not inform the DoD (1) of the results of its National
Transportation Inspection, (2) of the $34,000 fine it placed on
Arrow Air, or (3) of problems it was having with two DoD airlift
contractors. The GAO noted that the MAC had planned to assign
one of its personnel to FAA headquarters in September 1986;
however, because of personnel shortages the FAA will not be able
to reestablish a position at the MAC headquarters. The GAO also
noted it had observed a number of problems with FAA oversight
programs. The GAO found that, since deregulation, the number of
aircraft and airlines have increased, but the FAA has taken few
steps to deal with the impact of these increases on its inspector
staff. The GAO concluded that communication is a key element in
providing effective oversight and monitoring of airlift
contractor operations. The GAO also concluded that the FAA and
the DoD need to improve their communication so that each has
access to the information it needs to provide effective oversight
and control. Finally, the GAO concluded that althouvgh
improvements are underway, the FAA continues to experience
problems in providing an effective oversight role because of
shortages in 1ts inspector force and other operational problems
Now on pp 41-42 and it may take some time to correct the problems. (pp. 52-58/
GAO Draft Report)

DoD Response. Concur. The Department acknowledges the role of
the PAA for carrier certification and i1in matters of aviation
safety and is concentrating its efforts on methods to improve the
flow of communication on these pertinent issues. Establishment
of a MAC liaison officer with the FAA and the Department's
request to reestablish a full time FAAR position with the MAC at
Scott AFB will assist the communication process. The Air Carrier
Analysis Office has an 1nitial contract with the Transportation
Systems Center of the Department of Transportation to explore
avenues for accelerated reporting of safety and other germane
airlift 1ssues. This same agency is examining internal FAA
enhancements. This natural confluence will further improve
communications. In addition, the increased exposure of surveys
and inspections by the MAC creates improved opportunity for
dialogue with FAA district and field offices. Finally, the DoD
Directive dealing with relationships with the FAA 1s being
rewritten to underscore the need for open and timely
communicatons between these two activities.
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PINDING M: The DoD Accomplished Broad Review QOf Passenger
Alrlift Policles And Procedures. The GAO reported that,
following the crash at Gander, a DoD study group conducted a
comprehensive review of DoD passenger airlift policies and
procedures. The study group's report, DoD Passenger Airlift
Policies and Procedures Review, dated April 2, 1986, contains a
number of recommendations to improve DoD commercial passenger
airlift procurement and oversight. The GAO concluded that the
report and many of its recommendations, if adequately
implemented, will help improve DoD's commercial airlift
operations. (pp. 61-62/GAO Draft Report)

DoD Response. Concur. The Passenger Airlift Review creates a
ramework to further improve the Department's commercial airlift

practices. The report's recommendations are being implemented
and will contribute to improved oversight of the commercial air
carriers employed by the Department., Many of the recommendations
in the Passenger Airlift Review have been incorporated in the

FY 1987 National Defense Authorization Act. The statutory
impetus reinforces the commitment of the Department to increase
its air carrier oversight responsibilities.

FPINDING N: DoD Report Recommended Changes in Commercial
Alrlift Procurement. The GAO noted that the MAC responsibility
or air t surveys is not reflected in DoD Directive 5160.2.
The GAO observed that the DoD report recommended that the
Directive be amended to reflect this MAC responsibility. The GAO
noted that the DoD study reported that the current survey process
is not adequate-~i.e., MAC teams now consist of military pilots
and maintenance experts, but not experts on commercial
operations, and DCAS offices providing financial assessments do
not have experts on airline operations. The DoD survey
recommended that MAC survey teams be augmented by FAA 1nspectors
or FAA-trained persgsonnel. The GAO also noted the DoD report
added that the survey does not include a specific assessment of
readily available financial, performance, and safety related
indicators, and recommended that the MAC and the MTMC identify
these indicators and use them in determining eligibility,
administering contracts and evaluating performance. The GAO
further noted the DoD report pointed out that the MTMC, but not
the MAC, required that a contractor have six months of comparable
commercial experience, and recommended that both the MAC and the
MTMC require that potential airlift contractors have 12 months of
such experience, unless exempted by the DoD Commercial Airlift
Review Board. The GAO observed, however, that 12 months may not
provide sufficient experience for evaluation, and the DoD should,
over time, evaluate this. Finally, the GAO pointed out the DoD
report also noted that the MAC required 60 percent of an airlift
contractors revenues come from non-DoD services (so as to provide
capability for expansion in emergencies) and recommended that the
MTMC adopt the same criterion. (pp. 63-65/GAO Draft Report)
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DoD Response. Concur. Each of the specific recommendations
referenced by the GAO are being implemented following publication
of the Passenger Airlift Review. DoD Directive 5160.2 will
contain the explicit responsibility for carrier surveys. The
combination of the DCAS financial evaluations with the ongoing
analysis of the Air Carrier Analysis Office expands the MAC's
ability to judge air carriers prior to selection and during
contract performance. The 12 month prior experience requirement
1n being institutionalized; a comparable requirement for this was
contained in the FY 1987 National Defense Authorization Act.
This, along with standards to require substantial commercial
business are methods to induce the best qualified air carriers to
satisfy the Department's transportation needs. The Department
agrees with the GAO that, over time, both the 12 month and

60 percent criteria referenced should be reexamined in light of
the airlift operating environment and experience.

FINDING O: DoD Report Recommended Changes In Passenger Airlift
Oversight. The GAO reported that the DoD report contained
eight recommendations to improve passenger airlift oversight.
These recommendations included (1) the development of standard
guidelines for the suspension of a contractor following a fatal
accident, (2) a biennial on-site airlift capability survey
complemented by semiannual performance evaluations, (3) the
development of a standard customer comments form and evaluation
procedures, (4) MAC ramp inspections on 25 percent of MAC and
MTMC flights transiting civil terminals and commercial gateways
as well as military airfields, (5) the establishment of a
standard 1n-flight survey checklist to be used on each contractor
once a year and on not less than 5 percent of MAC and MTMC
flights, (6) the reaffirmation by the Office of the Secretary of
Defengse of reliance on FAA for matters of airline safety while
seeking assurance from the Secretary of Transportation that
progress will continue in areas that the DoD and the DOT have
1dentified for improvement, (7) the establishment of increased
communication between DoD and FAA, i1ncluding establishment of
firm requirements for the exchange of safety related data, and
(8) establishment of a policy that all DoD-sanctioned group air
travel be accomplished with airlines authorized to perform
service for the MAC and the MTMC, unless waived by the DoD
Commercial Airlift Review Board. The GAQO observed that the DoD
report on passenger airlift policies and procedures contains a
number of observations and recommendations similar to those of
the GAO. The GAO concluded, therefore, that if the report and
its recommendations are adequately implemented, the DoD
Naw on pp 51-54 commercial airlift operation will be improved. (pp. 65-71/GAO
Draft Report)

DoD Response. Concur. The Department is committed to
implementing these recommendations. The Assistant Secretary of
Defense (Acquisition and Logistics) provided guidelines to the
cognizant Military Departments to accomplish many of the
individual recommendations cited herein. The Department has

’ coordinated a new Directive, DoDD 4500.XX, "Commercial Passenger

Page 88 GAO/NSIAD-87-67 Military Airlift



Appendix I
Comments From the Deputy Assistant
Secretary of Defense (Logistics)

Nowonp 55

Airlift Management and Quality Control," which will institu-
tionalize a number of the recommendations of the Passenger
Airlift Review. Specifically, the Directive authorizes the Air
Carrier Analysis Office and a review board architecture to
oversee commercial augmentation. The Directive also 1ncorporates
those elements of the FY 1987 National Defense Authorization Act
which relate to passenger charter airlift. As noted in the DoD
response to Pinding L, the Department is pursuing initiatives to
increase the effectiveness of communication with the FAA.

PINDING P: Implementation Plans, Milestones, Review Procedures
And Reporting Needed. The GAO observed that, in order to
mplement the report recommendations, the DoD needs to develop an
implementation plan, including a method to evaluate implemen-
tation. The GAO concluded that the DoD Commercial Airlift Review
Board could be used to monitor implementation. The GAO also
concluded, however, that given the great deal of concern
expreased by the Congress over DoD passenger air travel, it may
be prudent also to have an independent evaluation of the progress
being made done periodically by the DoD Inspector General. (The
GAO suggested that, because of Congressional interest, the
Secretary of Defense may want to address the progress being made
on those recommendations in his annual report to the Congress.)
Finally, the GAO concluded that, to achieve optimum results, the
DoD must commit the personnel and other resources required to
implement the DoD report recommendations. (pp. 71-72/GAO Draft
Report)

DoD Response. Concur. Both MAC and MTMC, through their
cognilzant Military Departments, are required to report
periodically on the status of implementing actions associated
with this issue. As indicated in the DoD responses to PFindings
L, N, and O, implementation of the recommendations is well
underway. The Department appreciates the suggestion for an
independent assessment of progress in this regard. Accordingly,
the DoD Inspector General will be asked to review the programs
and policies resulting from the Passenger Airlift Study. Action
is underway with respect to additive manpower and financial
requirements associated with this matter.

FINDING Q: FPAA Needs To Coordinate Its Foreign Airport

Securlty Bvaluations with The DoD And Change 1ts Security
Requlations to Provide For Coverage Of DoD Fllghts. The GAO
found that airport and in-flight security are important elements
of air transportation safety. The GAO found that Public Law
99-83 requires the Secretary of Transportation to conduct
assessments of the security measures maintained at foreign
airports; however, the FAA has not provided the DoD or the MAC
with the results of these assessments. The GAO also found FAA
regulations do not require that military charter operations
comply with FAA security measures, nor that the classification of
the foreign airports be provided to the DoD or to DoD charter
operators. (The GAO noted that, to assist the DoD personnel 1in
making travel arrangements, the DoD establishes lists of high
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threat countries and that MAC airport surveys include questions
on security issues.) The GAO concluded that, to enhance air
transportation security and safety, the FAA should provide the
DoD with the results of the FAA foreign airport security
evaluations and classifications. To provide a uniform approach
to airport security, the GAO also concluded the FAA should change
its regulations to require that military charter operators have
an approved security operations plan. Further, the GAO concluded
that FAA should change its regulations to require the DoD and the
DoD charter operators be provided with the classifications of
foreign airports and the security measures these operators must
follow. (pp. 74-78/GAO Draft Report)

DoD Response. Concur. The Department agrees that airport
security is an important element in transportation safety. The

Department monitors security considerations in foreign nations to
include airport security issues. Given the importance of this
issue, the Department, through enhanced liaison with the FAA,
will ask to be informed of airport security evaluations and
classifications applicable to DoD passengers and charter
operations.

FPINDING R: Contract Security Provisions Should Be

Strengthened. The GAO found that MAC contracts include a

clause that the contractor shall establish a program to apprise
its aircrews of safeguards against, and guidance to cope with,
acts of unlawful seizure of aircraft; however, MTMC
transportation agreements contain no airline security clauses.
The GAO also found that even though MAC contracts include airline
passenger security clauses, the airlift capability survey does
not include an evaluation of airline passenger security programs.
The GAO concluded that, to improve military charter passenger
security, the MTMC should include passenger security clauses in
its transportation agreements. The GAO further concluded that
the MAC should include evaluations of potential airlift
contractors' passenger security programs in its airlift
capability program. (pp. 78-81/GAO Draft Report)

DoD Response. Concur. The MTMC has reviewed the security
clauses found in MAC contracts and will use these as a guide when
revising the MATAs. The Department agrees that an adequate
security program contributes to passenger safety and should be
evaluated during the capability survey process.

PINDING S: Information On Crash Of Arrow Air DC-8, The GAO
reported that, on December 12, 1985, an Arrow Air McDonnell
Douglas DC=8~63 crashed and burned shortly after takeoff from
Gander, Newfoundland, Canada. The GAO found that the aircraft
was on charter flight MF128R for the MFO from Cairo, Egypt, to
Fort Campbell, Kentucky, via Cologne, West Germany, and Gander.
The GAO noted that the Canadian Aviation Safety Board (CASB) is
directing the ongoing investigation to determine the possible
causes of the crash and also that the U.S. National Transporta-
tion Safety Board (NTSB) is participating in the investigation.
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The GAO found that, according to NTSB officials, the Canadians
are evaluating several issues associated with the crash,
including the plane's loaded weight and balance and the possible
influence of icing on the aircraft. The GAO also found that the
aircraft was not deiced, nor was deicing requested by the crew.
The GAO reported that CASB investigators have estimated that the
actual takeoff weight of the aircraft was about 12,000 pounds in
excess of the crew calculated weight., The GAO noted that the
NTSB stated the adjusted weight loading system used by the
aircraft's flight crew represented a standard average weight of
170 pounds including carry-on baggage and the investigation had
revealed this wag considerably lower than the actual weight of
the passengers and carry-on baggage, The GAO also noted that,
according to CASB 1nvestigators, there seem to have been some
problems with the aircraft's hydraulic system, as the Arrow Air
maintenance log showed that the hydraulic system was serviced
five times or more during 1985. The GAO noted, however, that
Arrow Air had been surveyed by the MAC, the MTMC and the FAA,
The GAO observed that the Arrow Alr crash at Gander is still
being investigated by the CASB, CASB officials are continuing to
review several issues associated with the crash and a final
report could s8till be some months away. (pp. 83-96/GAO Draft
Report)

DoD Response. Concur. To date the CASB has not announced 1its
findings or conclusions associated with the Arrow Air accident.

RECOMMENDATIONS

RECOMMENDATION 1l: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to improve the airlift
capability survey process to include (1) discussions with pilots
and other aircrew personnel and maintenance personnel, (2)
increased emphasis on evaluation of contract maintenance
facilities and quality control over this maintenance, (3) reviews
of the operational histories of offered aircraft, (4) followup
with the PAA on noted deficiencies, and (5) specifically
recording the resolution of these deficiencies 1n contract files.
(p. 41/GAO Draft Report)

DoD Response. Partially concur., The Department is already in
compliance with the major part of this recommendation,
Specifically, the survey process does include discussions with
pilots and maintenance personnel. Both provide excellent sources
of information. The views and comments of these employees must,
however, be placed in context of the total company. In general,
the survey reports express broad conclusions regarding the
fitness of an airline to meet DoD requirements. While not a
formal part of the survey program, the recently inaugurated

|
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cockpLt observation program provides a useful avenue for direct
contact with carrier personnel. Air carrier surveys do include
an examination of a carrier's maintenance capability, both
"in-house” and contract. 1In those instances where major portions
of the carrier's maintenance efforts are subcontracted, the MAC
surveys the applicable vendors. Given the multi-tiered and
extensive network of subcontractors used by even a small carrier,
it is impractical to survey each maintenance or supply element,
Rather, the survey focuses on the carrier's aircraft, maintenance
programs, and information provided by the cognizant FAA district
office. The survey process begins with meetings of the MAC team
and the PAA's primary operations and maintenance ingpectors.

Upon completion of the survey, noted discrepancies are reported
to the local FAA officials and formalized in followup
correspondence, A carrier is not approved for service until
discrepancies are resolved to the satisfaction of the MAC and the
FAA. Discrepancies which occur during the contractor's period of
performance are acted on immediately. The MAC also maintains a
file of deficiencies and corrective action associated with ramp
inspections and in-flight cabin evaluations. The Department does
not believe it is necessary to review the operational history of
all aircraft offered for contract. Rather, the Department's
oversight programs, which include the capability survey process
and the Air Carrier Analysis Office, are designed to measure
corporate effectiveness and responsibility. The Department
relies on the FAA which is responsible for maintaining a complete
aircraft history by tail number.

RECOMMENDATION 2: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to work with the Defense
Contract Administrative Service (DCAS) to develop uniform
evaluation criteria for potential airlift contractors.

See p 33 (p. 41/GAO Draft Report)

DoD Response. Partially concur. The DCAS financial evaluations
of potential air carriers provide valuable information to assess
the qualifications of these airlines to meet the Department's
requirements. To augment these evaluations, the Department is
establishing an Air Carrier Analysis Office which is charged with
responsibility for monitoring, among other things, the financial
condition of airlines serving the Department. The Department
considers the information currently provided by DCAS area offices
to be adequate. While MAC staff may have had some problems with
DCAS area offices reporting 1n different formats, the
establishment of the Carrier Analysis Office and consequent
upgrading of MAC review capabilities offers a better solution
than imposing a burdensome checklist for financial reviews on the
DCAS area offices. Accordingly, the Department does not believe
it is necessary to standardize the DCAS evaluation criteria.
(DCAS evaluations form only a part, and not the whole, of an
ongoing analytical review.)
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Now on p 31

Now on p 31

Now on p 31

Now on p. 32.

RECOMMENDATION 3: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to include appropriate
safety clauses in contracts with foreign airlift contractors.

(p. 41/GAO Draft Report)

DoD Respongse. Concur. The MAC has established a procedure to
include appropriate safety related language in contracts with
foreign carriers. New contracts with foreign carriers and
renewals of current contracts will contain applicable safety
clauses,

RECOMMENDATION 4: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to develop ways to obtain
and evaluate information on the capabilities and safety records
of potential foreign airlift contracts. (p. 42/GAO Draft Report)

DoD Response. Concur. The Air Carrier Analysis Office at Scott
AFB will act as the focus for collecting and evaluating pertinent
information on foreign air carriers serving the transportation
needs of the Department. These procedures parallel the
analytical effort for U.S. air carriers.

RECOMMENDATION 5: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC not to allow waivers of
the MAC seat row spacing rule. (p. 42/GAO Draft Report)

DoD Response. Partially concur. The Department agrees with the
GAO that MAC seat spacing standards should apply to the maximum
practical extent. It is the Department's position, however, that
some latitude must exist to allow competent officials of the MAC
to waive the seat spacing requirements in extraordinary
circumstances. Such circumstances would normally be associated
only where substitute aircraft, conforming to the MAC's seat
spacing requirements were not readily available, and extreme
delay and passenger discomfort would result. Carriers who
repeatedly fail- to provide aircraft conforming to the MAC's
specification are subject to remedial action within the terms of
the contract by the MAC contracting office.

RECOMMENDATION 6: The GAO recommended that the Secretary of
Defense direct the Secretary of the Air Force to establish a
permanent policy on the MAC interim passenger and baggage weight
criteria, and direct the Commander of the MAC to inform existing
contractors about the interim passenger and baggage weight
criteria, and include it in new airlift contracts. (P. 42/GAO
Draft Report)

DoD Response. Concur. The Department promulgated interim
passenger and baggage weight criteria in February 1986. The
Department's applicable regulations are being revised to
incorporate these criteria. 1In the interim, the MAC FY 1987
contracts include the revised criteria and future contracts will
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be so structured. Further, the FAA has notified all U.S.
carriers to use actual weights, or adjusted average weights, in
weight and balance calculations associated with unusual passenger
loads, such as combat forces. The MTMC's MATAs are being revised
to incorporate the Department's standards for passenger and

baggage weights.

RECOMMENDATION 7: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to review contractor
application of the interim passenger and baggage weight criteria
Naow on p 32 during airlift capability resurveys. (p. 42/GAO Draft Report)

DoD Response. Concur., Unique military requirements are a
required item of interest for capability surveys. 1In addition,
air carriers are encouraged to include a separate military
operations section in appropriate operations manuals. Whether
specifically defined in such publications, or provided in other
communications, the MAC survey process will review passenger and
baggage weight criteria.

RECOMMENDATION 8: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to insure that airlift
capability surveys are performed on MTMC airlift contractors.
Now on p 32 (p. 42/GAO Draft Report)

DoD Response. Concur. The MTMC has revised its Regulation 15-5
to requgre all carriers seeking to do business with the
Department to have a favorable capability survey report.
Further, the MTMC has identified to the MAC those carriers which
have not been surveyed and are used by the MTMC for passenger
charter operations. The MAC will survey each carrier identified
by the MTMC.

RECOMMENDATION 9: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to revise the MATAs to
Now on p 32 include more specific safety clauses. (p. 42/GAO Draft Report)

DoD Response. Concur. The MTMC has examined the applicable
safety clauses contained in the MAC contracts and agrees that
more specific safety language is needed 1n the MATAs.
Accordingly, the MATAs will be revised to incorporate similar
safety clauses. Revised MATAs are expected to be completed by
January 31, 1987.

RECOMMENDATION 10: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to inform MTMC airlift
contractors of the interim criteria on passenger and baggage
Nowonp 32 welghts and include this criteria in revised MATAs. (p. 42/GAO
Draft Report)

DoD Response. Concur. As indicated in the response to
Recommendation 6, MATAs are being reformatted to include the
passenger and baggage criteria developed by the Department. 1In
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RECOMMENDATION 11: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to remind customers that
hazardous materials are not allowed on passenger aircraft and
Now on p 32 develop instructions covering this. (p. 42/GAO Draft Report)

DoD Response. Concur. The Defense Traffic Management Regulation
addresses the prohibition of hazardous cargo on passenger airlift.
The MTMC has reemphasized this policy in written directives to
field activities dated March 10 and July 10, 1986. 1In addition,
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Passenger and Personal Property Workshop on November 17-20, 1986.

RECOMMENDATION 12: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to improve the management
of 1ta ramp inspection program to include (1) centrally sgelecting
the flights and aircraft to be inspected and centrally evaluating
the results by contractor, (2) expanding the ramp inspection
program to commercial airport locations (commercial gateways),
(3) targeting all aircraft not included in the airlift capability
surveys for a ramp inspection, and (4) expanding the program to
include MTMC charter airline flights as well as MTMC and MAC a.r

Nowonp‘45 taxi flights. (p. 59/GAO Draft Report)

DoD Response. Partially Concur. The Department agrees that ramp
inspections form an integral part of oversight and surveillance
of air carriers serving passenger airlift needs. Since the
publication of the DoD Passenger Airlift Policies and Procedures
Review, the MAC ramp inspection program has been restructured to
include operations at selected civil airports and inspections of
MTMC as well as MAC charter flights. The FY 1987 DoD National
Defense Authorization Act includes language calling for frequent
aircraft inspections and the Department intends to comply with

thia lagislative initiativa, Ag the Air Carrier Analysis Office
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becomes fully operational, 1t will have the capabxlxty to
centrally manage and schedule ramp inspections., Where practical,
aircraft not examined during capability surveys will be inspected.
Short notice movement requirements, changes in aircraft

equipment, and remote geographic locations will, however, 1inhibit
the inspection of all aircraft operating under charter to the
Department.

RECOMMENDATION 13: The GAO recommended that the Secretary of
Defense direct the Commander of the MAC to improve the customer
comments process by (1) developing and using a two copy form with
one copy always sent to the MAC, (2) centrally evaluating the
comments categorized by contractor, and (3) redesigning the form
to focus customer reporting on safety and quality problems they
Now on p 46 may have noticed. (p. 59/GAO Draft Report)
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DoD Response. Concur. The MAC and the MTMC have agreed on the
desIgn o% a revised standard customer evaluation form, which will

be available later in FY 1987. The revised form focuses customer
attention on safety and service quality. Completed forms will be
forwarded to the Air Carrier Analysis Office being established at
Scott AFB, Illinois. These forms, along with other indicators,
will be used to identify and analyze carrier performance.

RECOMMENDATION 14: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to evaluate the benefits
of expanding MTMC efforts to monitor in-flight performance.
Now on p 46 (p. 59/GAO Draft Report)

DoD Response. Concur. The MTMC Quality Assurance Inspectors are
now required to conduct in-flight surveillance checks on five
percent of MTMC full plane charter airlift flights annually. 1In
addition, these checks will be conducted to perform at least one
in-flight check on each carrier providing full plane charter
passenger airlift services. This surveillance program will be
periodically evaluated by both MTMC and MAC to adjust its
frequency and scope, if warranted, to ensure safe and high
quality service for DoD passengers.

RECOMMENDATION 15: The GAO recommended that the Secretary of
Defense direct the Commander of the MTMC to consider alternative
approaches to making MTMC customer comments process more timely
and redesign the customer comments form to add specific space for
customers to comment on flight safety issues when necessary.

Now on p 46 (p. 59/GA0O Draft Report)

DoD Response. Concur. As indicated in the response to
Recommendation 13, standardized customer evaluation data elements

have been developed for use by both MAC and MTMC. The evaluation
form will focus customer attention on safety and quality related
issues. The revised forms clearly indicate points of contact and
telephone numbers to immediately report safety deficiencies. The
feasibility of automating the evaluation form is being reviewed
by the MTMC. It is too early, however, to make any assessment of
whether, or when, this may be accomplished. Such a step would
ease the administrative burden and delay associated with the
current manual mode of review and analysis, and therefore assist
the analytic effort of the Air Carrier Analysis Office.

RECOMMENDATION 16: The GAO recommended that the Secretary of
Defense and the Secretary of Transportation, through the
Administrator of the FAA, work together to develop policies and
procedures to improve communication, so each has access to the
information it needs to adequately discharge 1ts responsibilities.
Now on p 46 (p. 60/GAO Draft Report)

DoD Response. Concur. Timely and effective exchange of safety
related information between the DoD and the FAA is a cornerstone
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Now on p, 57

Now on p, 57

Now on p 57

of a sound airlift oversight program. The Department has placed
a fully qualified liaison officer with the FAA to aid that
process. At the same time, the Department has asked the FAA to
assign a FAA advisor to the senior staff of the MAC. DoD
Directive 5030.19 will be revised by the end of the fiscal year,
to emphasize the importance of this interdepartmental
relationship., The Air Carrier Analysis Office is being designed
to have direct interface with the FAA, as well as with other
non-Departmental sources, to facilitate the rapid exchange of
pertinent data.

RECOMMENDATION 17: The GAO recommended that the Secretary of
Defense establish specific implementation plans and milestones
for the recommendations in the DoD Report. (p. 73/GAO Draft
Report)

DoD Response. Concur. The Assistant Secretary of Defense

(Acquis .tlon and Logistics) in memoranda dated June 9, 1986 and
July 29, 1986, provided milestones to be achieved toward
implementing the recommendations in the DoD report. Further, the
FY 1987 National Defense Authorization Act contains a deadline
for publication of Departmental guidance on several of the
recommendations contained in the DoD study.

RECOMMENDATION 18: The GAO recommended that the Secretary of
Defense commit the personnel and other resources required to
implement the recommendations in the DoD report. (p. 73/GAO
Draft Report)

DoD Response. Concur. The Department has doubled the size of
the MAC capability survey staff and is taking other action to
structure the Air Carrier Analysis Office, respond to the
requirement for more frequent aircraft inspections, and other
programmatic actions consistent with the recommendations in the
Passenger Airlift Review.

RECOMMENDATION 19: The GAO recommended that the Secretary of
Defense rect the DoD Inspector General to provide an
independent assessment of the recommendations in the DoD report.
(p. 73/GAO Draft Report)

recommendation. The attention focused on the DoD's airlift
policies and procedures by the Congress, the media, and the
public at large argue for periodic review of this 1issue.
Accordingly, following publication of the DoD Directive which
will institutionalize the Passenger Airlift Review implementing
actions, the Department of Defense Inspector General will be
requested to conduct such an assessment. At this time, the Air
Force Inspector General is reviewing actions by that Department
regarding passenger airlift and changes made to oversight
programs since the Gander accident.

DoD Response. Concur. The Department agrees with this important
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RECOMMENDATION 20: The GAO recommended that the Secretary of
Defense evaluate, over time, whether 12 months of prior
commercxal setvice provides sufficient data for effective
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evaluation of yuLcuLLa; airlift contractors periormance.

Now on p 57 (p. 73/GAO Draft Report)

DoD Response. Concur. The Department recognizes that prior
experience is an important factor in carrier selection, The
Pagasanger Airlift Review noted the dichotomvy between the MAC and
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the MTMC practices on prior successful commercial service and
recommended an arbitrary one year experience factor. The
Department will continue to weigh the efficacy of this factor and
make changes as necesgsary to assure the safest possible
transportation for DoD personnel.
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U.S. Department of Assistant Secretary 400 Seventh St S W
Tronsportation for Auministration Washington D C 20590
NOV | 3 10ae
' 1900

Mr. J., Dexter Peach

Assistant Comptroller General

Resources, Community, and Economic
Development Division

U.S. General Accounting Office

washington, D.C. 20548

Dear Mr. Peach:

Enclosed are two copies of the Department of Transportation's
comments concerning the U.S. General Accounting Office draft
report entitled, "Military Airlift: Management Controls Over
Charter Airlift Need To Be Strengthened."

Thank you for the opportunity to review this report, 1If you
have any questions concerning our reply, please call Bill Wood
on 366-5145.

Sincerely,

N\9*44>ﬂ>¢k ) C;Lk)Jlu_)

Jon H., Seymour

Enclosures
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DEPARTMENT OF TRANSPORTATION REPLY

T0
GAQ DRAFT REPORT OF SEPTEMBER 29, 1986

ON
MILITARY AIRLIFT: MANAGEMENT OONTROLS OVER
CHARTER AIRLIFT NEED TO BF STRENGTHENED

SUMMARY OF GAO FINDINGS AND RECOMMENDATIONS

The General Accounting Office (GAO) report is primarily directed to the
Department of Defense (DOD). The report was prampted by the crash on

December 12, 1985, of an Arrow Air DC-8 aircraft at Gander, Newfoundland,
Canada. The crash and fire took the lives of 248 military personnel and 8 crew
members. GAO was asked by Mamwbers of Congress to: (1) evaluate DOD's policies
and procedures to charter cammercial aircraft; (2) evaluate oversight procedures
to monitor air carrier performance, including campliance with Federal Aviation
Administration (FAA) safety regulations; (3) evaluate DOD's study of passenger
airlift policies and procedures; (4) obtain data on DOD's and FAA's airport
security evaluations; and (5) monitor and report on the investigation of the
crash.

GAO states that with respect to the Department of Transportation, FAA is
responsible for requlating air commerce in ways that best promwote its
development and safety. The FAA issues and enforces rules, regulations, and
minimum standards relating to the manufacture, operation, and maintenance of
aircraft. To carry out its responsibilities, FAA has established an oversight
program that includes a variety of inspections of airlines' and air taxi
operators' personnel, aircraft, maintenance activities, and other operations.

GAO further states that DOD relies on FAA'S effort to monitor the air
transportation industry. However, due to a shortage of inspectors and other
related problems, FAA has experienced some difficulty in fully implementing its
oversight role. GAO does not believe that DOD should assume or duplicate
portions of FAA's oversight role because of some prablems FAA is encountering in
implementing its oversight role. GAO notes that FAA has a number of initiatives
underway to resolve the problems, but it could take some time to fully implement
them.

Within DOD, the Military Airlift Command (MAC) and the Military Traffic
Management Command (MIMC) are responsible for selecting FAA certified airlines
and air taxi operators and for monitoring contract performance. GAO concludes
that there are a number of improvements MAC and MIMC could make in controls
over charter airlift operations which would help to assure flight safety and
enhance flight quality. According to GAO, improvements in MAC and MIMC
procurement procedures could help assure that charter airlines and air taxi
cperators would follow necessary flight safety and quality requirements. Also,
improvements i1n MAC and MIMC monitoring of charter airlines' and air taxi
operators' contract performance could help assure that they are following FAA
safety requlations and meeting flight quality requirements.
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GAO believes that one way to provide better oversight and monitoring of airlift
contractors is to have effective communication between FAA and DOD. While FAA
and DOD have regulations that provide for comminication between the agencies,
GAO believes they are not being effectively followed. This has resulted in DOD
not being informed of a mumber of actions FAA has taken against DOD's airlift
contractors. GAO believes that ways to improve cammunication exist and that
FAA and DOD need to improve their communication so that each has access to the
information it needs to adequately discharge its responsibilities.

In the area of airport security, GAO found that FAA does not effectively
ooordinate the results of its airport security evaluations with DOD. They also
found that MAC does not include an evaluation of airline security programs in
its airlift capability surveys.

With respect to the Arrow Air charter crash, GAO notes that the crash is still
under investigation by the Canadian Aviation Safety Board.

In an effort to help assure passenger charter flight safety and enhance flight
quality, GAO believes that actions are needed by DOD and FAA to improve
procurement, oversight, cormunication, and coordination. With respect to FAA,
GAO recammends that DCD and FAA work together to develop policies and procedures
to improve cammunication so that each has access to the information it needs to
adequately discharge its responsibilities.

GAO further recaommends that, to help assure air transportation security over
military charters, FAA provide its foreign airport security assessments and
resulting airport classifications to DOD. Also, GAD recammends FAA to change
its security regulations to: (1) require DOD charter contractors to follow FAA
security procedures tailored to military requirements where necessary;
(2) require that FAA provide DOD charter gperators information on the

, classifications of foreign airports and the security measures required; and
(3) ensure that DOD charter operators use the required security measures when
they use those airports.

SUMMARY OF DEPARTMENT OF TRANSPORTATION POSITION

The Department agrees with the GAO on the need for more effective communication
between FAA and DOD. As the report notes, FAA and DOD regulations provide for
communication between the two agencies. These regulations have not always been
effectively followed and, as a result, DOD has not always been informed of
actions taken against DOD airlift contractors. We believe this problem has now
been corrected.

In September, DOD assigned one of its MAC officers to FAA's headguarters Flight
! standards staff. This officer is the focal point for communications between
See pp. 42, 47 DOD and FAA. The MAC liaison officer now has access to all FAA inspection data
on military airlift contractors and, in turn, 18 in a position to provide FAA
with safety data obtained by DOD on its air carriers. These procedures will be
further refined and strengthened as experience is gained.
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See pp 63-64

See pp 59-60

See pp 63-64

With respect to GAO's recammendations on foreign airport security, the FAA
agrees in part with those recamendations; namely, that the FAA share with DOD
the results of foreign airport assessments and airport classifications. Same
clarification is necessary, however, to determine the scope and potential value
of this effort. Pirst, FAA foreign airport assessments are conducted in
accordance with International Civil Aviation Organization (ICAD) standards and
recamended practices. The FAA has accumulated a great deal of experience in
international aviation security standards and ICAO policy, which is utilized to
conduct these assessments. The results of these assessments are recorded,
nostly in narrative form, on a 28-page form specifically designed for this
purpose. To review these assessments properly and make operational judgments
based upon them, a cadre of similarly qualified DOD personnel would be
necessary. At the current level of several hundred reports per year, it is
expected that the DD would require substantial additional professional
resources to undertake the information transfer and conduct the operational
interpretation envisioned by the GaO.

Notwithstanding, the FAA, through its DOD liaison officer, will discuss the
public security benefits which may be realized by the sharing of pertinent
information with DOD. Since this information 1s obtained with the cooperation
of the host country and would be of immeasurable value to terrorist and other
crimnal groups, we would envision this information being provided on a
selective basis and the contents safeguarded against improper disclosure.

Second, the FAA wishes to clarify a possible misconception by GAO. Airport
classifications do not result fram FAA airport assessments as GAO apparently
believes. Rather, threat classifications are ascribed by FAA to foreign
airports using information gathered by a variety of U.S. intelligence sources,
including the DOD. This information then determines the frequency of FAA
assessments at individual airports. Therefore, DOD is in a position similar to
the FAA—arguably better—to assess the terrorist threat at foreign airports
used for DOD operations. Accordingly, providing DOD with FAA airport
classifications would, in effect, be redundant and contribute little to public
civil aviation security.

Regarding the GAD recammendations on FAA changing its security regulations, we
believe 1t would be better for MAC and MIMC to require charter contractors to
follow DOD-tailored military security requirements rather than have FAA change
its security regulations involving military charters. Having security clauses
in DOD transportation agreements would correct any current weaknesses. If
notified by DOD, FAA would discuss security measures required for certain
foreign airports with DOD charter operators. Monitoring implementation of any
security measures would be better controlled by DOD, not FAA.
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United States Department of Staie

R7 <Y
%W? Comptroller

Washington, D.C. 20520

October 28, 1986

Dear Mr. Conahan:

I am replying to your letter of September 29, 1986 to the
Secretary which forwarded copies of the draft report entitled
"Military Airlift - Management Controls Over Charter Airlift
Need to be Strengthened" under GAO assignment code 392197.

The enclosed comments on this report were prepared in the |
Bureau of Near Eastern and South Asian Affairs.

We appreciate having had the opportunity to review and
comment on the draft report. l

Sincerely,

[ |

Roger B. Feldman l

Enclosure: |
As stated.

Mr. Frank C. Conahan,
Agsistant Comptroller General,
National Security and
International Affairs Division,
U.S. General Accounting Offaice,
washington, D.C., 20548
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ATTACHMENT

GAO DRAFT REPORT: Military Airlift - Management Controls over
Charter Airlift Need to Be Strengthened

The following corrections should be made to the draft ot the
proposed report of the General Accounting Office:

See pp 66, 69 Page 83, para 1, line 4: MF128R should read MFO-1285R.

Page 88, line 1l: MF128R should read MFO-1285R.

~ A
Nk

Richard "W. Mq‘kp y
Assistant Seqrefjary
Bureau of Near Bastern and South

Asian Affairs
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Air Taxi Operator

Air taxi operators provide the movement of a small number of DOD pas-
sengers on smaller aircraft. DOD’s requirements are that the aircraft
have at least two engines and be operated by both a pilot and copilot.

Channel Missions

These missions are MAC's routine or scheduled mission flights from one
Air Force station to another.

Civil Reserve Air Fleet

The Civil Reserve Air Fleet consists of commercial aircraft committed to
support the Department of Defense during emergency conditions.

Cockpit Voice Recorder

A cockpit voice recorder stores all speech on flight deck or cockpit,
including intercom and radio.

Control Column

A control column is a mechanical apparatus located in the cockpit and
used by the pilot to control the aircraft.

Drag

Drag is a retarding force reacting opposite and parallel to the direction
of motion of the aircraft.

Flight Recorder

This is a device for automatically recording information on aircraft
operation. Such recorders are designed to survive crash accelerations,
impacts, crushing and fire, and often carry underwater transponders or
beacons.

MAC Airlift Capability
Survey

These are MAC’s pre-award surveys to determine if potential airlift con-
tractors are capable of safely meeting specific and unique military air
transportation requirements.

MAC Ramp Inspection

These inspections are part of MAC's contract performance evaluation
procedures. The ramp inspection is a visual check of the contractor’s
aircraft performed by an experienced Air Force representative accom-
panied by a representative of the airline. The aircraft’s log book is also
reviewed. Federal Acquisition Regulations require contracting activities
to develop and maintain contract performance evaluation methods.

Page 105 GAO/NSIAD-87-67 Military Airlift



Glossary

Stall A stall is a condition occurring when an aircraft exceeds its critical
angle of flight. Stall may occur when the airflow separates from the
airfoil surface or when the airflow around the airfoil becomes turbulent

and loses its lift effect.
Thrust This is the force produced by a jet exhaust.
Thrust Reverser A thrust reverser is a controllable device mounted at the jet exhaust to

reduce or to reverse the jet thrust.

War Air Service Program The War Air Service Program is a program that provides for the distri-
bution of air carrier aircraft to maintain essential civil routes after CRAF
aircraft have been withdrawn from commercial service and placed
under the control of MAC.
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